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Delaien Sapeceene A Gosventinn, 


Lonpon, Nov. 17, 1897. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In an interesting article on the above subject in your 
issue of Nov. 5, on page 787, Mr. J. P. Pattinson says : 
** Again, the estimate made a few years ago in Foxwell 
and Farrer’s ‘Express Trains, English and Foreign,’ 
only dealt with the services radiating from Brussels to 
a few of the chief towns, thus omitting all the express 
niileage not found on their few selected main routes.” 
This is not correct, as Mr. Pattison may see by looking 
at page 166 of our book. We took every run that attained 
29 miles per hour, including stops, that we could find in 
Belgium in the summer public timetables of 1888 ; not 
merely selected trains from Brussels. We found in 1988 
that the total express mileage, thus reckoned, in 
Belgium was 6,919 miles per day at an average inclusive 
speed of 3134 miles per hour. Mr. Pattinson, in 1897, 
finds that there are only 5,056 miles per day, but hetakes 
his minimum speed for an ‘‘express”’ as 35 miles per hour 
or 6 miles quicker than our standard. 

It would, I think, be convenient if some recognized 
standard of ‘“‘express’’ could be adopted by those dealing 
with this subject, so that a basis for comparison might 
be obtained at various periods. We only adopted 29 
miles per hour as our “ express” standard on the conti- 
nent of Europe, because that speed appeared in1888 to be 
the general standard for European express trains. 

T. C. FARRER. 








The Education for a Railroad Career. 





NEW YORK, Novy. 15, 1897. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

I am 29 years of age, and am in the railroad business. 
Ihave filled the position of stenographer, secretary or 
chief clerk in nearly all departments of the service with 
some of the larger roads. At present I am secretary to 
the president of a West-rn line. I prefer the operating 
department. I do not get much practical railroad ex- 
perience in my present position, especially in the oper- 
ating departments, and asI am astudent in railroad- 
ing, I write you, thinking perhaps you, or some of your 
readers, can suggest a course of study fora young man 
in my position which would best fita man to handla 
matters pertaining tothe operation of a railroad. I 
would like to have your views ona regular course of 
study to be followed during leisure hours to fit myself 
for the future, in any position that 1 might be called on 
to fill, and I have no doubt but this matter would be of 
interest to a great many young men who are ambitious. 


E. E. H. 





Elasticity of Cars and Tracks. 
NEw York, Nov. 26, 
To THE EDITOR OF THE RAILROAD GAZETTE: 

The heavier sections of rail have now been in use long 
enough to display to any observer the points of superi- 
ority to the lighter sections, which they undoubtedly 
possess. However, I believe that many observers, as 
well as myself, have noticed in riding over track laid 
with heavy rails an absence of the impression that one 
is sliding over wet snow. The softness of track laid on 
similar substructure with lighter sections of rail seems 
to have congealed alittle with the firmer support, and 
trifling irregularities of rail surface and car wheels seem 


to announce themselves with a greater} degree of in- 
sistence, 

Of course I am considering track in the best attainable 
condition, the difference being only in the weight or 
rather the stiffness of the rail. Up toa small degree of 
permanent depression at joints, whether such depres- 
sions are by reason of worn rail ends or bent angle 
plates, the difference in degree of softness of track seems 
to be noticeable. 

Granting t* at the modern track has secured a greater 
degree of stability and economy of maintenance at the 
sacrifice of some degree of resilience, can that loss of 
resilience be restored between the’rail and the anatomy 
of the passenger by changes in the car wheel cr the car 
springs? Isit not worth a struggle on the part of the 
expert car builders to secure by arrangement of levers 
or otherwise such a combination of springs as shall se- 
cure a known and a uniform measure of elasticity for a 
coach under all conditions of loading ? 

CHIEF ENGINEER. 








The Technical and Practical in Book Reviewing. 





SHARPSVILLE, PA., Nov. 15. 


To THE EDITOR OE THE RAILROAD GAZETTE: 

Your issue of Nov. 5 contains a criticism on ‘* Metal- 
lurgy of Cast Iron’’ which in sense says that its author 
knows little about cast iron, and that most of the state- 
ments are not in accord with the facts and many of them 
are ridiculous. It is not long ago that another reviewer 
in one of our leading mechanical papers also thought 
certain statements were ridiculous, but discussion of 
the subjects criticised made it evident to many that the 
ridiculousness, if there was such, lay with the reviewer. 

The work will average about 10 statements per page; 
crediting the book with 500 pages, gives 5,000 statements 
that a reader of your reviewer’s criticisms must draw 
the conclusions are mostly in error and many of them 
ridiculous. 

As your reviewer seems to think that he has a duty to 
perform in shielding the public from being misin- 
formed. I would suggest that instead of his merely mak- 
ing a few unjust sweeping statements, condemning the 
whole work as he has done, to commence at the begin- 
ning of the work and go through it describing how and 
in what manner statements are wrong and ridiculous, 
and give what he claims as correct. I would discuss his 
selections until the end, and leave your readers to judge 
how many of the 5,0°0 statemeuts are.so erroneously in 
error as to call forth the comments condemning the work 
he has given. The first edition of any new work is bound 
to contain some error in statements that could be mis 
constructed to make them appear ridiculous; but there 
are many who differ with your reviewer’s conclusions, as 
I could prove by complimentary reviews and letters I 
hold praising the value of my work. 

I may know little about cast iron, but can your re- 
viewer name and support another man in this country 
or in Europe that has excelled the writer in advancing 
original and common-sense knowledge on matters re- 
lating to cast iron, practical for every day use, and that 
has given out more information that might have been 
retained for pecuniary purposes. I am not writing this 
in an egotistical or boastful spirit, but from a sense of in- 
justice, at the hands of a few, who, possessing more 
technical than practical knowledge of furnacing and 
founding. have failed to perceive that what few mole- 
hills of technical errors their imagination has made 
mountains of are flooded to au invisible depth by the 
elemeuts that are a real benefit and guide tothe achieve- 
ments of economy and desired results in the purchasing, 
mixing, melting, testing and use of cast iron. 


TuHos. 1). WEstT. 








Proposed Bridges Across the Chicago Drainave 
Channel. 





[WITH AN INSET] 

A very interesting part of the work in connection with 
the completion of the Chicago Drainage Canal is the 
bridging of the channel with a variety of swing bridges 
to accommodate the crossings of railroads and highways. 
The accompanying table shows what bridges are required 
across the main channel and the river diversion channel 
of the Des Plaines River, and gives in a concise way such 
general information as is now available. Where omis- 
sions occur in the table the meaning is that the plans 
are not yet fully matured for those structures and 
therefore nothing definite can be given about them. 

In all, fifteen bridges are to be built by the Sanitary 
District in connection with its Main Channel, involving 
an expenditure of about $1,500,000. These 15 bridges 
include: Five double-track railroad swing bridges; two 
double-track railroad fixed spans; one railroad swing 
bridge with two or more tracks, the design not yet de- 
cided upon ; and one eight-track railroad swing bridge. 
In addition to these nine railroad bridges there will be 
six highway swing bridges required. The six fixed spans 
under construction are for the crossing of the Atchison, 
Topeka & Santa Fe over the new channel cut for the 
diversion of the Des Plaines River. These spans were 
contracted for by the Atchison, Topeka & Santa Fe, 
under its own specifications, but one-half of the cost is 
to be paid by the Sanitary District. 

In addition to these 15 bridges there will be a number 
of new bridges required for the Chicago River in view 
of the changes proposed in the chantel of that stream, 
and several spans will have to be built across the Des 


Plaines River between Lockport, the present terminus 
of the canal proper, and the lower end of Joliet. 

A special department was created by the trustees of 
the Sanitary !District for preparing designs, estimates 
and specifications for the bridges to be built. Mr. W. 
M. Hughes, M. Am. Soc. C. E , was retained as consult- 
ing engineer, and under his direction all of the designs 
and specifications have been prepared. He has been as- 
sisted by Mr. Edward William, C. E.,who has had imme 
diate charge of the computers and draftsmen. 

We present herewith several drawings showing gen- 
eral and special features of the bridge for the Chicago, 
Madison & Northern Railroad Company’scrossing of the 
channel. This bridge'is representative of the type of 
design adopted for all of these structures. 

Fig. 1 is a cross-section of the foundations for this 
bridge, the span of which, owing to the fact that when 
closed itsaxis makes an ‘angle of 36deg. 4!¢ min. with 
the center line of the main channel, is nearly one third 
longer than is required for the bridges crossing at right 
angles. It will be noted in extracts taken from the 
specifications for the substructures of these bridges, 
which follow, that a provision is inserted under the 
heading of ‘‘ workmen ” regarding an eight-hour day. 

Figs. 2 and 2a are taken from the strain sheet for the 
Chicago, Madison & Northern bridge and shows the 
magnitude of the stresses resulting from the loading 
adopted. This figure and the accompanying table are 
self-explanatory. Considerable thought has been given 
to the general appearances of these bridges, with the 
result that the elevations present pleasing outlines. 

Fig. 3 shows the general details of the main post 
U, Ly. Here, as in the succeeding figures, one is im- 
pressed with the great solidity of the structure and the 
eare with which all of the details have been worked out. 

Fig. 4 shows the device adopted for raising the ends of 
the span by means of compressed air. It isnot proposed 
to equip these bridges with any machinery at this time, 
nor until the Drainage Canal becomes a navigable 
waterway, but they are being so designed that it will be 
acomparatively simple matter to put the machinery 
necessary to operate them in place when required. In 
this connection it may be said that the first plans pro- 
posed for these bridges contemplated the building of so- 
called temporary fixed spans, and bids were called for 
on that basis for the Southwest Boulevard bridge, and 
the contracts let. Considerable opposition ‘to fixed 
bridges was raised in the State Legislature by the rep- 
resentatives of the Illinois River valley on the ground 
that they had all along supported the project in the in- 
terests of an improved waterway for their section. 
Upon a careful comparison of estimated costs it was 
found that the additional cost of swing bridges over 
fixed spans was such that it was truer economy to build 
the swing bridges, not equipping them with operating 
machinery for the present, nor until the channel may 
become a navigable waterway. 

Fig. 5 shows the design of the loading beam for theC., 
M. & N. bridge. Especial attention is called to the 
manner of supporting the span upon the drum. By re- 
ferring back to the plan in Fig. 2 it will be noticed that 
there are two transverse loading beams passing over the 
drum, on the extremities of which rest the points Z, of 
the trusses. By this arrangement the drum can be less 
in diameter than the width of the span, and hence a 
saving is effected in the sizeof the pivot pier. These 
loading beams, being cantilevers and supporting such 
great loads, are necessarily very massive, as will be seen 
from the drawing, Fig. 5. 

Fig. 6 shows the general design and principal details 
of thedrum. The loading beams are carried upon the 
four so-called “chord beams,” and in such a manner as 
to overcome any tendency of the shell of the drum to 
deflect toward, or away from, the center. The bracing 
is so designed that the weight transmitted by means of 
the loading beams tothe drum is distributed to all of 
the bearing wheels equally. The ‘chord beams” are 
designed to have no measurable deflection under maxi- 
mum loading. 

One of the novel features of the design is the manner 
of bedding the segmental casting under the track of 
thedrum. In the extracts from the specifications for 
the superstructure which follow will be noticed a clause 
relatiny to ‘‘cement filling for turn-table tracks.” After 
the track bas been carefully brought to a true level by 
wedges, this ‘‘cement filling” is melted and run into the - 
space left beneath the track. By this means it is ex- 
pected that a perfectly solid bearing will be secured 
capable of resisting a much greater pressure per square 
inch than will ever come upon it. 

Weare indebted to Mr. Isham Randolph, Chief Engi- 
neer of the Sanitary District, for permission to present 
the accompanying drawings, and to Mr. T. T. Johnston, 
Assistant Chief Engineer, and tc Mr. Edward Willman, 
Assistant Engineer, for general information regarding 
these bridges. 

The following extracts taken from the specifications 
for these bridges show that strictly high-class work is 
called for on these structures: 

EXTRACTS FROM SPECIFICATIONS FOR SUPERSTRUCTURE. 

Wrought Iron. 

All iron used for rivets shall have an ultimate tensile 
strength of not less than 48,000 pounds per square inch, an 
elastic limit of at least 26, 000 pounds per equare inch, and an 
elongation of at least twenty (20) per cent. in eight (8) inches, 
and be so ductile that when bent cold through 180 degrees, 


and hammered down flat on itself, it shail show no sign of 
fracture on convex side of curve. 


Steel. 


All steel shall be uniform in quality and made by the open- 
hearth process. 

Teste shall be made upon pieces cut from the finished mate- 
vial and shafl be not less than one-half (34);square inch in sec- 
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tional area. TWopieces, one for tensile test and one for bend- 
ing test, shall pe furnished for each blow or cast,and so 
selected that each heat or furnace full of billets, blooms or 
slabs shall be represented by al least one test to prove the 
condition of the metal after re heating, rolling, etc 

Medium steel shall have an ultimate tensile strength of 
from 60,000 to 68,000 pounds per square inch, an elastic limit 
of not less the n 36,000 pounds per square inch, shall elongate 
not less than twenty-five (25) per cent. in eight (8) inches, and 
show a reduction of area at pointof fracture of not less than 
forty (40) percent. 

Thetest piece must also bend col 180 degrees around a 
curve whose diameter is equal to the thickness of the piece 
without crack or flaw on convexside of bend. | 

A hole punched tora three-quarter (341 inch rivet, one and 
one-half (14) inches from the edge of plate, shall be capable 
of being enlarged by drifting to one and one-eighth,(1's) inches 
in diameter without sign of fracture. . 

Full-sized steel eye bars, when tested to destruction, must 
show an ultimate strenth of at least 5€,00) pounds per square 
ioch, an elastic limit of not less than 30,000 pounds per square 
inch, and shall elongate twenty-five (25) per cent. in a gaged 
length of twelve (12) inches at the point of fracture and fifteen 
(15) per cent, in ten feet of bar and a reduction of area at 
fracture of at least fifteen (.5) per cent. | i 

For steel pins the elongation may be five (5) per cent. less and 
the reduction at point of fracture may be ten (10) per cen. less 
than specified, 

Soft steel shall bave an ultimate tensile strength of from 
52,000 to 60,000 pounds per square inch, an clastic limit of not 
less than 30,000 pounds per square inch, and shall elongate not 
less than twenty-five (25) per cent in eight (8) inches, and show 
a reduction in area at point of fracture of not less than fifty 


LIST OF SWING BRIDGES 
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Details of Construction. 


All beads of eye bars shall be formed by upsetting on the 
solid bar, or by a process approved by the engineer. Upsets 
shall be free from folds. Heads shall be clean, full-sized forz- 
ings, formed centrally on the bar in true line and out of wind, 
and shall be free from lateral fissures, incipient cracks or 
flaws of any kind. In upsetting steel bars or rods, sharp 
angles must be avoided where the upset joins the bir. 

All steel tension members which have been heated shall, 
after work on them is completed, be thoroughly annealed by 
heating them uniformly to a cherry-red heat, and allowing 
them to cool slowly. 

After tbe splice plates are riveted on in the shops, each line 
of chords shall be assembled, the joints matched, their abu‘- 
ting surfaces brought toa tight fit by use of clamps, and all 
the rivet holes in the ends of chords and splices shall be 
reamed to an exact match and fit. Match marks shall then 
be made in each piece. 

All riveted work in medium steel shall be reamed in accord- 
ance with the usual practice. 

No riveted work in soft steel shall be reamed except the 
connection for stringers and floor beams, and for posts and 
floor beams. These must be accurately matched and reamed 
to fit before leaving the shop. 

All splice plates in which the holes are mismatched, either 
in th? plates themselves or with the adjoining chord or 
flange, shall be matched and the holes reamed to fit before 
Jleaving the shop. ; 

No inaccurate or otherwise defective work will be accepted 
under any circumstances in connection joints or riveted 


york 


The riveted field connections of floor beams, stringers, posts 


Natural Cement.—Concrete shall be made in the same man- 
ner as §pecified above for Portland cement concrete, except 
that the proportion shall be one (1) part cement, two and one- 
half (244) parts sand and five (5) parts broken stone. 

Masonry.—All masonry shall consist of pitched draft, rock- 
faced werk built in regular courses, no course to be lees than 
twelve (12) or more than thirty (30) inches in vertical height, 
and in no case shall a course overlie one of less thickness. 

Masonry shall not be Jaid in freezing weather without writ- 
ten permission from the Chief Kngineer, Any masonry 80 jaid 
in freezing weather shall have joints raked out and pointed in 
the spring at. the expense of the contractor. Sbould masonry 
be laid in freezing weather. the stone shall be sufficiently 
warmed to remove all ice from the surface, and the mortar 
mixed with brine. 

Workmen.—The contractor sball employ competent fore- 
men and laborers. and shall discharge, at the request of the 
Engineer, any incompetent or unfaithful men in bis employs. 
None but men expert in their respective branches of work 
will be employed where special skill is required, and in the 
employment of men preference shall be given to union labor- 
ers. é 
It is especially understood and agreed that eight (8) hours 
shall constitute a day’s work, and no workman sual! be em- 
ployed or required to work more than eight (8) hours out of 
any twenty-four (24) hours, and no work in excess of that time 
shall be allowed. 

In the event of any violation of the above eight (8) hour pro- 
vision it is agreed hereby that the said District shal), and that 
it is duly authorized to, retain from any money due or to be- 
come due at any time from it to the second party, as liquidated 
damages, the sum of five ($5) dollars per hour for each hour 
that any employee shall be required to work in excess of eight 








PROPOSED TO CROSS THE MAIN DRAINAGE CHANNEL OF THE CHICAGO SANITARY DISTRICT. 


























Substructure. Superstructure. 
: Railroad | Diam. = —_ 
Name of structure. Location. Span. or of 5 te acme ma | | SUD eT as 
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| | 
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PMN Cee, WD, EEG <,woiceceie oe sicecins obosine sii | 
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10. Willow Springs.............. Sectiont = fiisssez | Highway 
11, A., T.& 8. F. Ry F “8 woos of 2 tracks 
SPINE oc oxnwascs-Kusieeso: so byes weebee Ps | Highway 
DRIER St Sere fea eke cian. 5 ty ast Uaioe Ae | va | 











FIXED SPANS OVER DES PLAINES RIVER DIVERSION. 





4. A., T. & S. F. Ry. at Summit, 6, 52 ft. spans, plate girders; contracts let by A., T. & S, F. Ry. Co.; substructure to Ft, Madison & Appanooso Stone Co.; superstructure to American Bridge 


orks, 
15, A., T. & S. F, Ry at Lemont, 12, 60 ft. spans, plate g rders, 





*Nork —The tenders invited include the supplying of all materials for the erection and completion of this bridge, according to plans and specifications furnished by the Sanilary Dis- 


trict of Chicago, unless a competitive tlan submitted shall prove, in the opinion of the Chief Knugineer 


accompanied by bias formed upon such plans, are solicited. 


L of said District, more acceptable and economical. 
Such plans must conform to the specifications furnished by the District as to strength and quality of materials and workman- 


Competitive plans, 


ship. All competitive plans must be accompanied by a certificate from the interested railroad that the design, if adopted by the District, will be acceptable to such railroad company. 
Each bridge is treated as a single contract in canvassing proposals and making awards. 


(50) per cent., except in web plates over thirty-six (36) inchcs 
wide, when the elongation will be reduced to twenty (20) per 
cent., and the reduction of area to forty (40) per cent, I: must 
also bend cold through 180 degrees and close down upon itself 
without showing sign of fracture on convex side of bend. 
A hole punched for three-quarter (34) inch river, and one and 
one-h :If (14) inches from the edge of plate shall be capable 
of being enlarged by drifting to one and one-half (1%) inches 
in diameter without sign of fracture. 

Rivet steel shall have an ultimate strength of 50,000 to 58,000 
pounds and an elastic limit not less than fifty-tive (55) per 
cent. of the ultimate; an elongation of not less than twenty- 
s-ven (27) perce t.and must bend 180 degrees flat on itself 
wi hout sign of fracture 01 the convex side of the bend 

Specimens taken from all grades of steel, after being heated 
toa light.cberry red (as seen in the dark), and quenched in 
water of 82 deg. Fahr., must conform to the bending require- 
ments above. 

Phosphorus must pot exceed eight one-hundredths (0.08) 
percent. for acid steel, or six one-hundredths (0.06) per cent. 
for basic ste:l. 

No steel which proves brittle shall be used under any cir- 
cumstances; if it develops this character at any stage of its 
manufacture, it shall be at once Condemned and other mate- 
rial used. The object of the more particular clauses, hereto 
relating, being to guard against the possibility of the use of 
this class of metal. 

All steel castings shall have an ultimate strength of not less 
than sixty-two thousand five hundred (62,500) pounds per 
square inch, an e'astic limit of not less than thirty thousand 
(30,000) pounds per square inch, shall elongate not less than 
fifteen (15: per cent. in eight (x) inches, and show a reduction 
at point of fracture of not less than twenty (20) per cent. ‘The 
amount of phosphorus contained shall not exceed eight one- 
bundredths (0.08) per cent, All steel castings shall be sound 
and free from blow holes and roughness, spongines:, pitting, 
shrinkage-cracks and other cracks, cavities, ete,, and shall be 
thoroughly annealed according to the best practice. Each 
cast shall be so made that sufticient number of test pieces can 
be cut as to enable the engineer ur inspector to satisfy himself 
of its quality. 

Phosphor bronze shall be of the best quality for the purpose 
for which it is to be used, The castings shall contain eighty- 
eight (88) per cent. of copper and twelve (12) per cent. of phos- 
phorized tin. the phosphorized tin to contain five (5) per 

-eent. phosphorus. Upon each casting shall be cast suitable 
test pieces which, in breaking, must show a good uniform 
metal, and when broken in testing machine shall show at 
least forty thousand (40,000) pounds ultimate tensile strength. 

Cement jsilling for turntable tracks shall be made of eighty 
(80) per cent, brimstone, five (5) per cent, asphaltum and fifreen 
(15) per cent. bituminous limestone (by weight). These quan- 
tities shall be piaced in a heating vessel at the same time and 
heated up to a temperature of three hundred (300) degrees 
Fahrenheit for about thiriy (30) minutes. Tne temperature 
shall be reduced to about two hundred and fifty (250) degrees 
in order to let che heavy foam setile, after which the material 
shall be run into molds for cooling off. This material shall 
be remelted without foiming and run under the tracks in 
suc) manner as to insure the filling of all ihe voids. 

The material used in this composition shall be as follows: 

Brimstone-commercial, unmixed (seconds). Asphalt con- 
taining ninety-three (93) per ecnt. of asphaltic bitumen, mined 
ard refined by the Standard Asphalt Co., California (retined 
solid), Bituminous limestone (Wasatsh) mined in Utah and 
pulverized to cyclone size by the Assyrian Asphalt Co. 

Asphaltic Paint.—All masonry bolts imbedded in above- 
mentioned cement filling shall be coated with a composition 
m2de as follows: 

To forty-five (45) per cent. melted asphalt, add fifty-five (55) 

er cent. pulverized green limestone which has previously 

een heated up to four hundred (400) degrees. This to be 

thoroughly mixed at a temperature of three hundred and 
fifty (350) degrees. Run this into molds to cool off Re-melt 
thie materia! and coat the bolts and the bottom of the base 
casting as well as the cement filling of the same. After the 
track is set, all edges of the casting coming in contact with 
the cement filling underthe turn-table tracks shall also be 
given a coat of the save paint. 





and struts must be accurately matched before leaving the 
shops, and all unmatched holes reamed to fit; the ends of 
eed —_— and stringers must be machine faced to exact 
engths. 

i ncens practicable, rivets must be machine-driven. 
_ In riveted steel work the punch hole shall be one-eighth (34) 
inch les3 than size required, and shall then be reamed to fit. 


Turntable, Ete. 

The base casting shall be of cast iron. The center casting 
Shall be of cast iron turned down to receive the cast-steel sp'- 
der and steel] plates connecting with radial roller arms. It 
shall be the true center for the track drum and pitch circle. 

Therack circle shall be of cast steel, in sections, milled to 
exact lengths. The vack shall be tool finished and secured to 
baze castings with boltsas shown on drawings. The pited 
shall be as given on plans, and the pitch line shall be abso- 
lu ely true. 

The upper and lower track shall be of cast steel tool finished 
on upper and lower side and set perfectly level and well se- 
cured in pl>ce by bolts as shown on plans. 

Rollers shall be made of cast steel. They shall be of uni- 
form size and true bevel and held in place by two channel 
rims. Outside they shall bear against faced and bored phos- 
phor bronze washers. Each journal shall have proper pro- 
vi-ion for oiling. 

The drum shall be built to a true circle and care shall be 
taken to have the lower edge ef web plate at all points to bear 
against the track. Flanges of bottom angles shal) have a uni- 
form bearing against the track and stiffeners to fit tightly to 
flanges. Vhe drum shall be held in place and form by radial 
struts abutting against a cast-steel spider with phosphor 
brovze bushing. 

Raising af Ends.—The difference of elevation at the ends 
of the bridges when closed and open, shall have the same ratio 
io the actual figured total deflection of ends as the ratio given 
ou strain sheets between amount of ends raised and assumed 
total deflection. The difference between the total deflection 
aud the amount that the ends are raised shall be taken out 
by shortening the eye bars in top chords in the two panels next 
to center tower. 

Camber.—The bridges shall be given a camber not less than 
the deflection uuder extreme loads. 

EXTRACTS FROM THE SPECIFICATIONS FOR MASONRY. 

Stone.—The stone used for the P., C., C. & St. L. Ry. Co., the 
©, & N.P. R. R. and the U.S. Y. & T. Co.’s bridge shall be 
Pontoosiac, Anamvusa, Bedford or an equally good stone. 
Stose used for Kedzie avenue bridge shall be Bedford stone 
and Sanitary District building stone, as shown on plans. The 
quality shall be subject to the anproval of the Chief Engineer. 
The Sanitary District building stone mentioned is owned by 
the Sanitary District and piled onits property near the east 
end of Contract Section 7. 

Cement.—The best Portland and natural cements shall be 
used on this work, brand and quality to be subject to the ap- 
provalof the Chief Engineer. The weight per cu'ic foot of 
Portland cement shail be not less than one hundred (100) 
pounds and for natural cement shall be not less than sixty- 
seven (67) pounds. The development of tensile strength for 
Portland cement shall be not less than four bundred (a0) 
pounds per square inch, and for natural cement not less than 
one hundred (1(0) pounds per square inch, after being ex- 
posed one (1) day in air and six (6) daysin water. All lumpy, 
dirtv or damaged cement shall be rejected ; also damaged or 
short weight packages. 

Portland Cement.—Concrete shall be made in the proportion 
of one (Ll) part of cement, three (3) parts of sand und six (6) parts 
of broken stone, It shall be mixed by machinery, if so di- 
rected by the Engineer: on being placed, the concrete shall 
have a wetness such as to permit quaking ov mobility likened 
toliver. The stone shall be of a quality approved by the en- 
gineer, broken into angular pieces of a sizesmall enough to 
pass through aring two (2) inches in diameter, and be en- 
tirely free from foreign substance, The stone must be thor- 
oughly drenched with clear water before mixing with the 
mortar. The concrete is to bs deposited in layers not exceed- 
ing six (6) inches in thick ness, as directed by the Engineer, and 
te be thoroughly tamped or rammed. 








(8) hours per day, pursuant tothe terms and conditions of the 
ordinance adopted June 23, 1837, attached hereto. 


Following are the bids received Nov. 3, 1897, by Chi- 
cago Sanitary District. 
FOR SUPERSTRUCTURE—CHICAGO TERMINAL TRANSFER RAIL- 
WAY CO.’S BRIDGE. 
Soft Steel Iron Phosphor 
steel, castirgs, castings, bronze, 
ITump cts. per cts. per cts. per cts, per 


Bidders. sum. ; lb. lb fe 
Wisconsin Bridge ¢ 

&Jron Co........+. $28,877 2.75 4.5 3 25 
Teledo Bridge Co.. 31,974 2.7 45 2.5 25 
King Bridge Co... 34.700 3.4 5.5 3.4 25 
American Bridge 

WEEE, «0006 execs 34,725 3 4.5 3 25 
A.J. Tullock Co... 34,871 2.75 5 3 20 
Detroit Bridge & 

Iron Works...... 34,986 3 8 5 35 
Pennsylvania Steel 

Co., Limited...... 35,775 3.5 6 3 44 
Carnegie Steel Co., 

Limited..... «ee. 36,050 2.788 7.593 5.093 25.593 
J.G. Wagner Co.. 36,800 3.5 6 3 30 
Youngstown 

Bridge Co........ 36,814 2.56 6.50 6 19.17 
New Jersey Steel 

& Iron Co.... 37.967 3.8 5 3 25 
Edge Moor Bridge 

RGoupe. euneeeuts 39,300 3 6 4 25 


FOR SUPERSTRUCFURE—CHICAGO, MADISON & NORTHERN 
RAILWAY BRIDGE. 
Soft Steel Iron Phospbor 
steel, castings, castings, bronze, 
Lump cts. per c's. per cts. per cts. per 
Ib b. lb. 





Bidders. sum. . ). D. 
Toledo Bridge Co, $71,164 2.1 45 2.5 25 
Detroit. Bridge ie 

Iron Works...... 78,607 3 8 5 35 
A.J. Tullock Co... 79,850 2.75 oy 3 20 
bas Bridge a 80,300 3.4 5.5 3.4 25 

arnegie Steel Co., 

Bimited.......... 81,393 2.857 7.593 5 093 25.593 
American Bridge 

Works....... cas. VOPOOO <3 4.5 3 25 
Pennsylvania 

SteeliCo....0.-0.> 81,950 3.5 6 3 44 
New Jersey Steel f 

& tron’ Coe....<.<.. 82,556 3.8 By 3 25 
Youngstown ‘ 

Bridge Co., 82,980 2.56 6.5 a 19.17 
J.G. WagnerCo... 86,400 335 6 3 3 
Edge Moor Bridge . 

Oca secosct ee etes 88,150 3 6 4 25 

FOR SUBSTRUCTURE—KEDZIE AVENUE BRIDGE. 
Bidders. 
Chicago Star Construction & Dredgiug Co...... errr $18,652 
MoArthur Bros. Co. os cscccnrecccccecceccce pe MUMO eS ENe 19,075 
Ruddy Contacting’ Co... .... 6.60 0scccevecivcecensoeve vies siee 21,712 
Pe Re AMMO acx'asc sk oivid: ci aniooisie sis ns asareg winitieieleln.s o:weie 0) nie oral varsiaceeinys 21,726 
CRANE NG TREO oikca ac asi doclewves seusbosn ket. \asceles 21.869 
FIG FOS TITS o5o:a.5. 650 om caisisisseininsissbiesiosiesinsine es aiais esis seve Srashal cine 








The International Association for Testing Materials. 


A report from the committee to the Congress of the 
International Association for Testing Materials, held at 
Stockholm, Sweden, Aug. 23 to 25, was presented at 
the annual meeting of the American Society of Mechan- 
ical Engineers this week, and we are now at liberty to 
publish the following brief account of the Congress: 
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Prof. L. de Tetmajr, President, called the Congress to 
order in the Hall of the Knights, and in welcoming the 
members, 361 of whom had arrived, with about 7% ladies, 
remarked that the international character had been 
fully sustained by the great number of countries repre- 
sented, and called attention to the fact that the princi- 
pal duty of the present meeting would be the discussion 
of plans for permanent organization. 

The Burgomaster of Stockholm tendered a hearty wel- 
come on behalf of the Swedish people, and the President 
at once proceeded to business by submitting a part of 
the by-laws as drawn up by the Executive Commiteee. 
The matter first to be settled was the procedure to be 
followed during the sessions and the method of votiny. 
It was decided unanimously that the method heretofore 
used at previous Congresses be adhered to, viz., that 
each member present should have but one vote. 

Contrary to previous custom, the business of this Con- 
gress would be carried on in General as well as Sec- 
tional Meetings. Section I, relating to metals. Sec- 
tion II, natural and artificial building stone and their 
bond materials. Section III, other industrial materials. 

It was announced that Mr. A. Carnot, Inspector-Gen 
eral of Mines of France, had presented a voluminous and 
most valuable work on ‘‘Chemical-Analytic Methods of 
Examinations of Iron,” which would be fully reported 
in the official organ of the Association. Two other 
papers were received after the programmes had been 
printed. one by Prof. A. Retjo, of Buda-Pest, on “ In- 
ternal Friction of Solids as an Absolute Property and 
the Formule Derived Therefrom Relating to Tension 
and Compression Diagrams,’ and one by Dr. W. 
Michaelis, of Berlin, on the ‘‘ Process of Setting of Bond 
Materials Containing Lime.” It was also announced 
that Prof. A. Wahlberg would present the paper on 
‘*The Development of Structural Materials and Methods 
of Testing Them, in Sweden,” because of the sudden 
death of the Director of the Jernkontoret, Mr. Dell- 
wick. It was announced that Prof. J. Wyckander and 
Chief Engineer Silversparre had, by order of the Jern- 
kontoret, prepared a paper on “Tests of Resistance of 
Swedish Materials,” from materials in its archives, 
which had been printed and dedicated to the Congress. 
This work contains, in acomprehensive and concise 
form, most valuable information on all the many inves- 
tigations made by the Jernkonteret on Swedish iron 
and steel. It contains a comparison of records, hereto- 
fore only partially published, and is a valuable addition 
to the literature of steel. 

Mr. F. Osmond read his paper on ‘Microscopy of 
Metals Considered asa Method of Test,” illustrated by col. 
ored lanternslides. The author was rewarded with great 
applause for the admirable subject matter and the suc- 
cessful arrangements by which alone such a paper could 
be properly presented to an audience. The discussion 
was opened by Mr. Henning, of New York, who pointed 
out particularly that the methods will permit us to 
know the internal constitution of métals and their 
alloys, and will have, more than others, a fruitful influ- 
ence on industry and technical sciences. 

This paper by Mr. Osmond is of such importance that 
it will be well to point out its main points. Chemical 
analysis, although determining the quantity of com- 
ponent elements in a body, does not define the manner, 
system or arrangement of molecules. Metallography 
investigates the latter, and is divided into three divi- 
sions : 

1. Determination of component parts, or Anatomical Metal- 
lography. 

2, Determination of composition, form and dimensions of 
component parts, or Biological Metallography. 

3%. Study of defective treatment of the materials and effect 
of admixtures having special influence on quality and proper- 
ties, or Pathological Metallography. 

Color and light are pointed out as important charac- 
teristics in composition, as well as changes due to treat- 
ment in a certain manner. Under each of these heads 
the author gives notable instances showing muciographs 
of cement, steel, silver, forged steel, etched with NO*H 
and H?SO+, alloys of gold and aluminum, and copper 
and silver; forged steel, annealed, and heated and 
quenched at given temperature: 11 per cent. SN 
bronzes cast in ingots; the same heated to oxidation, 
cooled in ingots, as well as in sand; the latter reheated 
to oxidation: the same quenched at red heat; alloys ot 
An and Bi, treated variously similar to above, and 
many others. The remarkable and clearly defined re- 
sults are oeautifnlly shown, and although the author 
does not directly state that microscopy is a reliable 
method of test, he leaves upon his hearers or readers the 
well-defined impression that such is the conclusion to 
be drawn from his researches, 

Before proceeding to the next business it was an- 
nounced that the entire Council of the Iron and Steel 
Institute and other English metallurgists, 30 in all, had 
just been declared elected to membership in the Asso- 
ciation. 

The next subject taken up for discussion was the 
proposition: ‘‘Ways and Means Are to be Sought to In- 
troduce Uniform Specification and Methods of Inspec- 
tion of Iron and Steel of ali Kinds.” This was discussed 
by Mr. E.Schroedter, of Duesseldorf, and also in two 
important papers, one by Director Ast, of Vienna, the 
other by Engineer Barba, of Paris. The result of the 
discussion was the opinion that the result of the propo- 
sition was practicable and obtainable. 

Dr. H. Weddiag, of Berlin, next addressed the Con- 
gress on “The Possibility of Establishing an Interna- 
tional Sidero chemical Laboratory, viz., the thorough 
comparison and determination of degree of accuracy of 
current methods of analysis.of iron, and enunciation of 


those which are to be used in case of dispute.” He points 
out the purely scientific character of the proposed 
laboratory, and the exclusion of all technical-commer- 
cial control analyses for third parties. As $3,666 had 
already been subscribed, a beginning could be made 
with such laboratory, although it could not be equipped 
completely, or its continued existence assured. 

Section I., Metals, was organized as follows: Hon. 
Presidents, Prof. Kick, Vienna, and Chief Building 
Councillor Wichert, Berlin; Chairman, Councillor V 
Borries, Hanover; Vice-Chairman, Messrs. Roussel, of 
Belgium, and Henning, of New York; Secretaries, Gue- 
rard, of Paris, and Schwerdt, of Munich. This section 
discussed in a thorough manner the propositions of an 
international sidero-chemical laboratory; of standard 
specifications for quality and inspection of iron and steel 
methods of determining extension of ductile materials; 
standard methods of testing rust-preventing coatings. 

Section II., Stone and Bond Materials, was organized 
as follows: Hon. Presidents, General Chonlatschenko, 
St. Petersburg, and Engineer Segre, of the Adriatic 
Lines, Ancona; Chairman, Engineer Guerard, Chief 
Engineer, Port of Marseilles; Vice-Chairmen, H. H. 
Fleiner, Aarau, and Prof. A. Wahlberg, of Stockholm; 
Secretaries, Candlot, of Paris, and Professor Stenberg, 
of Christiania. 

The subjects discussed were the following: “Study of 
the Relation of Chemical Composition and Weathering 
Qualities of Natural Building Stone”; Report on Pipe- 
Tests by Max Gary of Berlin; ‘‘On the Hardening Pro- 
cess of Calcareous Bond-Materials,’’ by Dr. Michaelis, 
Berlin; “On the Determination of Quality of Hydro- 
Bond Materials,” by Director Meyer, of Mahlstatt; 
“On Irregularities in the Time of Setting of a Cement,” 
by Dr. Eurich, Carlstadt; ‘‘Contribution to the Solution 
of the Problem of the Standard Consistency of the 
Standard Mortar; Determination of These Conditions, 
by Which Approximately Similar Densities may be 
Obtained in Tension and Compression Samples,” by 
Professor Tetmayer, of Zurich, and Engineer Greil, of 
Vienna. 

After further discussion of the proposed by-laws, 
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Boiler, thickness of material in barrel................0e00 °; in. 
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Tubes. 
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Firebox. 
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plate 
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“ brick arch........... 
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Coal TT... eduekseaQidedcuencdadees wasedden, » Meqkideannaes 7 tons 
Frame, type Of...............+.+.seeeeeeeeeteel plate 6-wheeled 
WUC RTI oot Sao scccicwaconss ssecccnkccaqeneadsaqlendens Cast steel 

‘i GUNG. ciccdecavtasdecseene srecccccseccccccc4e ID 
Axle, material... ........c0...ccccecceseccceesees ees ere . Steel 
SOMA BONE: acs eeiac ccondenserce eee 


Train Accidents in the United States in October. 





COLLISIONS. 
REAR. 


2d,on Eastern of Minnesota, near Nickerson, Minn., 
a freight train ran into the rear of a preceding freight, 
which had been stopped on account of the breaking of a 
coupling, and 10cars were derailed, several of them being 
burned. ; . 

2d, 11 p. m., on Pennsylvania road, at Rahway, N. J., 
a freight train descending a grade broke in two and the 
rear portion afterward ran into the forward one, wreck- 
ing 10 cars, which fouled all four main tracks. All 
trains were blocked until about 4 o’clock the next morn- 
ing. One tramp was injured. . x 
3d, on New York, Chicago & St. Louis, at Willoughby, 
O., a freight train ran into the rear of a preceding 
freight, wrecking 7 cars. The engineman was killed. 
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‘A Rogers Locomotive for China. 


Capt. O. M. Carter, Engineer Corps, U.S. A., was elected 
Member of Council, as well as Mr. Bennet H. Brough, 
General Secretary Iron and Steel Institute of Great 
Britain. 








Rogers Locomotives for China. 





The Rogers Locomotive Co. is about to ship eight 
locomotives and tenders to China for the Imperial Gov- 
ernment Railroads, Lu Han Line, The engraving is 
from a photograph of one of these and a table of general 
dimensions follows. 


MOGUL LOCOMOTIVE FOR THE LU HAN RAILROAD (CHINA). 











Description, 

0 EPEC CREE ECP ERE LE OTE CETTE | PEO TECTCCEEALTTT TORT 4 ft. 84in 
ic ckcideas acdccepsnds tdevuccdaucceevedtedeaxtece Bituminous coal 
Weight on drivers .......ccccccccceeceee deldacweseeueee 105,000 Ibs. 
bs Se GRMN WOE aiedcdccsedcecagaacsas<oa +++ +-20,500 Ibs. 

Tx MMM Ioacdéddaddnccavssecseas Mindi vaded ddeunauees 125,500 Ibs. 
Wheel base, total. engime............-ce+scececceeeress 22 ft. 9 in. 
ce) MY | GRRE oc ddccquadasenededsssecencanasuad 13 ft. 9 in. 

“« © ~~ total (engine and tender)................ 46 ft. Ll in. 
Height, center of boiler above rails............ ....+6-- 8 ft. 8 in. 
“ of st 2 We datduacaddecel Gad 14 ft. 10 in. 
Heating surface, firebox............ .. 126.45 9q. ft. 
" “s tubes. .1,503.35 sq. ft. 

Ss bia total.. as . 1,629.80 sq. ft. 
GIA ENGRs. cc ciccincceee udavexeeesad Seakuaveescacdcunse 24.2 sq. ft. 

Wheels and Journals, 
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Cylinders. 
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*“* rod, diameter........ edeccccessesceces in. 
Kind of piston-rod packing....................0005 U.S. metallic 
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Valves, 
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i OULSIAE IAP.....-ceceseceeccneesececceeeecereeseneees 4g in. 
.€ . lead in full gear.,,,......+ adeasadiancle@dekadakeweed 34 in, 


6th, 1 a. m., on Buffalo, Rochester & Pittsburgh, near 
Clarion Junction, Pa., a freight train ran into the rear 
of a preceding freight, damaging the engine and three 
cars. A brakeman was killed and one conductor was 
injured. 

6th, on Rio Grande Western, near Castle Gate, Utah, 
a freight train ran into the rear of a preceding freight, 
wrecking the caboose and 5 cars of cattle. A passenger 
in the caboose was killed. 

7th, on Pennsylvania Lines, near Maywood, Ind., a 
freight train broke in two and the rear portion after- 
ward ran into the forward one, wrecking several loaded 
cars. It appears that the engineman discovered the 
breakage as soon as it occurred and took measures to 
keep the forward part of the train clear of the rear part, 
but before he had gone far an air hose burst, setting the 
brakes on eight cars and stopping the forward portion 
of the train. The engine, however, broke away from 
the cars and was unharmed. 1 

9th, on Chicago Great Western, at Fairbank, Ia., a 
freight train broke in twoand the rear portion after- 
ward ran into the forward one, damaging several cars. 
A tramp was killed. ; ¥ 

10th, on Rio Grande Western, at Springfield, Utah, 
rear collision of fre‘ght train; one brakeman killed. — 

17th, 2 a. m., on New England road, at Readville 
Mass., a local freight, switching in the yard, was_run 
into at the rear by a following fast freight, wrecking 
the caboose and 2 freight cars and damaging 10 passen- 
ger cars standing on a side track. One of the freight 
cars took fire and, with its contents, was partly burned 
up. It would appear that the through freight was run- 
ning too fast, as, according to the reports, an automatic 
signal a short distance back from the station indicated 
danger. ; 

7th, 5a. m., on Baltimore & Potomac, at 13}¢ street, 
Washington, D. C.,a freight train ascending a grade 
broke in two and the rear portion ran back into the 
head of a following freight, wrecking the caboose. A 
brakeman was injured. ; 

93d,5a.m.,on Toledo & Ohio Central, near Bucyrus, 
O., a freight train standing at the entrance of the yard 
was run into at the rear by a following freight, wreck- 
ing 4 cars. A conductor jumped off and was injured. 
It is said that the standing train was properly protected 

ag. 

Ohad on Columbus, Hocking Valley & Toledo, near 
Upper Sandusky, O., a freight train ran into the rear of 
a preceding freight, wrecking the caboose, which, with 
two cars of coal, was burned up. The fireman was in- 
jured. ; a ee 

24th, on Norfolk & Western, near Tazew ell, Va., a 
freight train broke in two and the rear portion afterward 
ran into the forward one, derailing 9 cars which fell off a 
bridge 40 ft. high. A brakeman was killed and 2 tramps 
were injured, one of them fatally. ne 2 

24th, 9 p. m., on Wheeling & Lake Erie, at Clyde, O., a 
freight train broke in two and the rear portion after- 
ward ran into the forward one,.wrecking several cars. A 
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boy stealing a ride was killed and another tramp and one 
brakeman were injured. 
26tb, 3 a. m.,on Lake Shore & Michigan Southern, 
near Brocton, N. Y., a freight train entering aside track 
was run into at the rear by a following freight, and the 
caboose was wrecked. The wreck took fire and 4 loaded 
cars were burned up. The engineman was badly burned 
and the fireman was injured by jumping off. There was 
a dense fog at the time. 
26th, on Wisconsin Centra}, at Morse, Wis., a passen- 
ger train ran into the rear of a preceding freight, wreck- 
ing the caboose. The passenger engineman and a pas- 
senger in the caboose were injured. 
28th, on Lehigh Valley.near South Plainfield, N. J., a 
freight train which had been stopped in consequence of 
the breaking of a drawbar was run into at the rear by a 
milk train and several coal cars were wrecked. The 
fireman jumped off and was injured. A westbound 
train ran into portions of the wreck which fouled the 
westbound track. 
29th, on Missouri Pacific, near Tuxedo Park, Mo., a 
freight train broke in two on a descending grade and 
the rear portion afterward ran into the forward one, 
wrecking 7 cars. A tramp was killed ard a brakeman 
was injured. 
And 24 others on 18 roads, involving 33 freight and 
other trains. 
BUTTING. 
Ist, on Chesapeake & Ohio, near Ashland, Ky., butting 
callision of freight trains; one fireman killed. 
2d,2a.m.,on Georgia Railroad, near Conyers, Ga., 
butting collision between passenger train No. 4 and 
freight train No. 13, damaging the engines and several 
freight cars. One trainman was injured. It is said 
that a flagman was sent from the freight to stop the 
passenger, but that he failed to make his signal under- 
stood. 
5th, on Wabash roa‘, near Naples, Il., butting collis- 
ion of freight trains, damaging both engines and sey- 
eral cars. One engineman was killed and several other 
trainmen were injured. 
14th, on Western Maryland, at Chewsville, Md., but- 
ting collision of freight trains, damaging both engine 
and 8 cars. One fireman was fatally injured, and 3 other 
trainmen were hurt. It is said that an operator neglected 
to deliver an order to one of the trains. 
15th, on Chicago & Eastern Illinois, at Knightsville, 
Ind., collision of locomotives, badly damaging both. 
One engineman and one fireman were injured. 
» 16th, on Pittsburgh, Fort Wayne & Chicago, at Alle- 
gheny, Pa., butting collision between a passenger train 
and a switching freight train, damagiag both engines 
and derailing one of them. Two passengers and one 
fireman were injured. 
17th, 1a. m., on Chicago & Alton, near Mexico, Mo., 
butting collision of freight trains, badly damaging both 
engines and ditching 14 cars. One man was killed. 
"17th, on St. Louis & San Francisco, near Springdaie, 
Ark., butting collision of freight trains, wrecking both 
engines and 15 cars. One brakeman and 1 tramp were 
killed, and 2 trainmen and 3 tramps were injured. 
20th, on Cincinnati, Hamilton & Dayton, near Dayton, 
O., butting collision between a southbound passenger 
train and a northbound treight, wrecking. both engines 
and a maii car. Several other cars weredamaged. One 
passenger and lengineman were fatally injured and 2 
trainmen and 3 other passengers were less severely hurt. 
It is said that there was a misunderstanding of orders 
on the part of the freight train. 
2Ist, on Kansas City, Pittsburgh & Gulf, at Sulphur 
Springs, Ark., butting collision between a svuthbound 
passenger and a northbound freight train, badly damag- 
ing both engines and wrecking a mail car and a freight 
ear. The mail clerk was injured. It is said that the 
collision was due to a misplaced switch. 
22d. on Pennsylvania road, at Vandergrift, Pa., butting 
collision between an eastbound and a westbound freight, 
wrecking 6cars. A man riding in one of the cars in 
charge of a horse was injured by jumping off. It is said 
that the trains had orders to meet at Vandergrift, and 
that the westbound train was at fault, the order to take 
the side track being disregarded. 
27th, on the Great Northern, at Hinsdale, Mont., but- 
ting collision of freight trains, wrecking both engines 
and 2!)ears. Nearly or quite all these cars were burned 
up. One engineman and 1 fireman were killed and 3 
of the trainmen were injured. 
30th, on the Pennsylvania road, near Pond Hill, Pa., 
butting collision of freight trains, badly damaging both 
engines and 20 cars. The wreck was piled up in a cut 
and passengers had to be carried around for several 
hours. One fireman was injured. It is said that the 
southbound freight was ordered to wait at Pond Hill 
for two northbound trains, but that the engineman fell 
asleep, and on waking assumed that the first train was 
the second and last to go north. 
And 9 others on 9 roads, involving 18 freight and other 
trains. 
CROSSINGS AND MISCELLANEOUS, 


5th, on Baltimore & Ohio, in Philadelphia, Pa., col- 
lision of freight trains; one engine was overturned and a 
brakeman was buried beneath it and killed. Another 
brakeman was injured. 

l4th, on St. Louis, Keokuk & Northwestern, at Els- 
berry, Mo., collision between two freight trains at a 
meeting point, one of which was entering the side track; 
6 cars were wrecked and ore engine fell down a bank. 
A tramp was injured. 

ikth, near Arcata, Cal., collision between a mixed 
train of the Arcata & Mad River and a log train on the 
Klamath River Railroad at the crossing of the two roads, 
badly damaging both engines and several freight cars. 
One engineman was injured. There was a dense fog at 
the time. 

26th, On Union Pacific at Julesburg, Neb., collision of 
engines, injuring | fireman. 

27th, on Chicago & North Western, near Ives, Wis., a 
northbound freight train entering a side track was run 
into by a southbound freight, wrecking the engine and 
5cars. One brakeman and 3 tramps were injured. 

28th, 2a.m., at Binghamton, N. Y., Wells Fargo Ex- 
press train No, 13 of the Erie road ran into a freight of 
the Delaware, Lackawanna & Western at the crossing 
of the two roads, badly damaging several cars. One en- 
gineman and | fireman were injured. It is said that 
the Erie train ran past signals which were against it. 

And 21! others on 20 roads, involving 10 passenger and 
82 freight and other trains. 


DERAILMENTS. 
DEFECTS OF ROADWAY, 


13th, on Chicago Great Western, near Byron, Ill... a 
passenger train was derailed by spreading of rails and 3 
cars were ditched. T'wo passengers were injured. 

2th, on Norfolk & Western, near Welsh, Va..a pas- 
senger train was derailed by a broken rail, and the en- 
gine and first 2 cars were overturned aud fell down a 
bank. The engineman was killed and the fireman and 
mail clerk injttred. 





And 2others involving 1 passenger train and 1 
freight. 
DEFECTS OF EQUIPMENT. 
1st, on Boston &'Maine, at West Medford, Mass., a 
passenger train was derailed by a brakeheam which fell 
upon the track and the three rear passenger cars were 
dragged some distance in the ditch, two of them being 
partially overturned. Twenty passengers were in- 
jured, most of them not very seriously. : 
3d,2a.m.,on Denver & Rio Grande, near Cotopaxi, 
Col., passenger train No.6 was derailed by a_ broken 
axle and three passenger cars were ditched. Two pas- 
sengers were killed and 2 others were injured, one of 
them fatally. A dozen others were slightly hurt. 
4th, on Pittsburgh, Ft. Wayne & Chicago, near 
Rochester, Pa., the engine of a freight train was badly 
damaged and thrown from the track by the breaking of 
aside rod. The fireman was injured. 
8th, on Texas & Pacific, near Dallas, Tex., the locomo- 
tive of a passenger train was disabled by the breaking 
of a driving-wheel axle. The accident occurred near a 
trestle and the engineman ‘jumped off and was injured. 
19th, 2 a. m., on Lehigh Valley road, near Laurel Run, 
Pa.,acar ina freight train was derailed bya broken 
brakebeam and 11 cars were ditched. A part of the 
wreck fouled the adjoining main track and a freigbt 
train running in the opposite direction was derailed. 
This added to the wreck, so that the road was blocked 
about 12 hours, the wreck being inacut. Two brake- 
men were injured. 
And 14 others on 14 roads, involving 15 freight and 
other trains. 
NEGLIGENCE IN OPERATING. 
2d.on St. Louis & San Francisco, at Porter, Ark., a 
freight train became uncontrollable on a descending 
grade and the engine and a number of cars ran off the 
track and were wrecked, The fireman was killed and 
2 brakemen were injured. It is said that the air-brake 
reservoirs were aliowed to become empty, so that the 
engineman could not control the speed of the train. 
7th, on Boston & Albany, at Webster Mills, Mass., a 
freight train was derailed at a misplaced switch and 
several cars were damaged. A brakeman was injured. 
22d, on St. Louis & San Francisco, near Ritchey, Mo., 
a freight train was derailed on a bridge where repair- 
men had removed a rail, and the tender and two cars 
fell down a bank. fIt is said that a flag had been set out, 
but ~ it was not seen. The fireman was slightly in- 
ured. 
‘ 24th, 11 p. m., on West Shore road, at Little Falls, 
N. Y., the engine ofa freight train was derailed at a mis- 
placed switch and fell into the Erie Canal. ‘'he engine- 
man was badly scalded. 
27th, on Cincinnati, New Orleans & Texas Pacific, at 
Ludlow, Ky., the two rear cars of a passenger train were 
derailed by the premature movement of a switch, and 
one 4 the cars was overturned. One passenger was in- 
jured. 
28th, 11 p. m., on Lake Erie & Western, at Fort Wayne, 
Ind., a northbound passenger train was derailed at a de- 
railing switch, and the engine and baggage car were 
overturned. The engineman was fatally scalded. 
81st, 5:30 p. m., on Pittsburgh, Fort Wayne & Chicago, 
at Delphos, O., westbound passenger train No.7 ran 
into an open drawbridge, and the front part of the en- 
gine lodged upon a boat which was passing through at 
the time. The boat was submerged and the occupants 
barely escaped with their lives. The engineman was 
burned by being thrown against the firebox. 
And 6 others on 6 roads, involving 7 freight and 
other trains. 


UNFORESEEN OBSTRUCUIONS. 


11th, on Pennsylvania road, near Hanover, Pa, a 
freight train was derailed by running over cattle and 9 
cars were wrecked. One brakeman was killed and 2 
injured. 

13th, on Philadelphia & Reading, at Reading, Pa., 
several cars of a freight train were derailed by running 
over the body of aman whotried to get aboard one of 
the cars for a free ride to “hiladelphia. 

And 5 others on 4 roads, involving | passenger train 
and 4 freigbt trains. 

UNEXPLAINED. 

4th, on Louisville& Nashville, near Montgomery, Ala., 
a passenger train was derailed; the fireman was killed 
and the engineman and 1 postal clerk were injured. 

4th, on Pittsburgh, Cincinnati, Chicago & St. Louis, 
near Piqua, O., passenger train No. 2l was derailec at a 
frog and the engine and baggage car were ditched. Two 
passenger cars were badly damaged; engineman, fireman 
and baggageman injured. 

6th, on Atchison, Topeka & Santa Fe, at Hutchinson, 
Kan., a car in a’circus train was derailed and overturned. 
A circus man sleeping in a wagon on the car was killed 
and 2 others were injured. The car,{70 ft. long.Jappears 
to have been derailed at a frog, but the frog was found 
afterward in good condition. 

11th, on Chicago, St. Paul, Minneapolis & Omaha, at 
Windom, Minn., a freight train was derailed; the fire- 
man was killed and a brakeman was injured. 

13tu, on Pennsylvania road, at Glen Campbell Junc- 
tion, Pa., a switching engine was derailed and the con- 
ductor and 1 brakeman were killed. 

15th, on Mobile & Birmingham, near Safford, Ala., a 
passenger train, drawn by an engine running with the 
tender foremost, was derailed and the engine and first 3 
cars fell down a bank. The engineman and fireman 
were killed and the conductor, ,1 brakeman and 1 
passenger were injured. The train was running at high 
speed, but the tender was the first vehicle to jump the 
track. 

18th, on Norfolk & Western, near Ford’s, Va., 9 cars 
of a freight train were derailed and wrecked; 1 brake- 
man injured. 

2Ist, on Pittsburgh, Bessemer & Lake Erie, at Sharon, 
Pa., a freight train was derailed and the engine and 10 
cars were damaged. A brakeman was badly injured. 

24th, 5:50 a. m . on New York Central & Hudson River, 
near Garrison, N. Y., southbound passenger train No. 
46, running about 45 miles an hour, was derailed. and 
the engine and 7 cars fellinto the Hudson River. The 
water at the pomt of derailment is very deep and the 
engine and tender sank inadepth of about 40 ft. The 
express car, baggage car and day passenger car were de- 
tached from their trucks and floated. The next 3 cars, 
sleepers, were partially submerged. Eighteen passen- 
gers inthe day car were drowned, together with the 
engineman, the fireman and a clerk in the employ of the 
road, who was riding on the engine; 7 passengers and 1 
trainman were injured. The cause of the derailment.is 
not yet settled. An investigation has been made by the 
State Railroad Commissioners, but no report of their 
findings has vet been issued. 

Ancé 16 others on 14 roads, involving 1 passenger train 
and 15 freight and other trains. 


OTHER ACCIDENTS. 


7th, on Cleveland, Cincinnati, Chicago & St. Louis, at 
Miamteburg,.O., the engine of apassenger train was 


damaged by the breaking of aside rod and the epgine- 
man and fireman were injured. 

2Ist.2a.m.,on Chicago, Indiauapolis & Louisville, 
near New Albany, Ind.,acarof oilin a freight train 
was discovered to be on fire,and the trainmen with 
difficulty separated the caboose !rom the rear and the en- 
gine and 13 cars from the forward end of the train and 
started for New Albany to secure assistance. While 
they were gone three oil cars exploded and 8 cars were 
wrecked and burnedup. A dwelling house was badly 
one by the concussion and an occupant of it was 
injured. 

25th, on Delaware Railroad, at Seaford, Del., the cab 
of the engine of a passenger train was badly damaged 
by a telegraph pole which had been blown over, and the 
engineman and fireman were injured. 

And 3 others involving 3 passenger trains, 





A summary will be found in another column. 








Street Railroads and Municipal Corporations. 

Continuing the hearing reported last week, page 832, 
the special committee appointed to consider the relation 
between street railway and municipal corporations met 
at the State House on Monday of this week. The first 
witness, Albert B. Drake, formerly Superintendent of 
Public Works of New Bedford, appeared for the Massa- 
chusetts Street Railway Association, to offer testimony 
in rebuttal of the argument of Superintendent of Streets 
Dickenson, of Springfield, to the effect that it costs five 
cents per foot more to maintain streets through which 
an electric railroad passes, than it does where there is 
no railroad. He stated that he had kept a separate ac- 
count in New Bedford from 1884 to 1896 and found that 
in all streets without tracks the cost of maintenance 
was 7.3 cents per lineal foot, while in streets with tracks 
it was 7.27 cents per foot each year, or practically the 
same. He cites Union and Court streetsin his city as 
parallel streets with the same general amount of traffic, 
but one having electric car tracks and the other none. 
In 10 years it cost 6.94 cents to maintain the street with 
tracks and 11.7 cents per foot to maintain that with 
none. 

An appellate tribunal on granting street railroad loca- 
tions was advocated by S. Endicott Peabody, of Salem; 
Wm.B French, of Winchester, and E. F. Atkins, of 
Belmont. 

Herbert L. Harding, Secretary of the Citizens’ Asso- 
ciation, then stated that the organization he represented 
believed the relations between street railroads and mu- 
nicipal corporations were all wrong,'creating mutual an- 
tagonisms which should be removed. Owing to uncer- 
tainty of tenure, street roads are now compelled to float 
their bonds ata high rate of interest, and to couduct 
their businessexpensively. Tien they have been forced 
to fight for their lives, and so have gone into politics, 
which is debasing to public morals. He argued that a 
street railroad paid no more tax than a banking or manu- 
facturing corporation, ‘being assessed on precisely [the 
same basis, Which was evidence that it paid no franchise 
tax whatever. The solution of the problem lies in some 
form of profit sharing with the public. A great burden 
is throwa upon the municipality for repair and widen- 
ing of streets where street railroads are located, so in 
this way it contributes capital to the enterprise, and 
should bea profit sharer. Chairman Adams said the 
witness was simply clouding the issue, profit-sharing 
wasatax. Mr. Harding responded that profit-sharing 
was considered equitable and was becoming popular. 
to which Mr. Adams replied that it did not help a tax 
to call it some other name. 

Mr. Harding presented a bill which he offered the 
Legislature this year for a 30-year tenure and a fran- 
chise tax of three per cent of gross earnings, and a sum 
equal toany amount a street railroad shall pay in divi- 
dends above five per cent. He said the bill exempted 
all companies which in the judgment of the railroad 
commission paid less than five per cent. In answer to 
Chairman Adams he admitted that his bill did not cover 
the frequent case where a road was able to pay no divi- 
dends for years and then paid five per cent. or over. He 
thought that Commissioner Hayes was right in saying 
that the municipality should share the burdens of dis- 
astrous years as well as the profits. 








The West End (Boston) Lease Not Approved. 





On Tuesday of last week the Massachusetts Railroad 
Commissioners made a special report disapproving the 
lease of the West End Street Railway Company by the 
recently incorporated Boston Elevated Railroad Com- 
pany. Without this approval the lease cannot become 
valid. Two principal reasons are given for refusal. The 
first of these is that the lease takes the West End out of 
the special class of railroads that may be controlled at 
any time by special legislation and places it under the 
charter which especially provides that ‘‘no other bur- 
den, duty, or obligation which is not at the same time 
imposed by general lawson all street railway com 
panies” shall be placed upon it. This, in the opinion of 
the Commissioners, removes an important safeguard to 
public security and convenience in the conduct of the 
road, by making it necessary to apply to every road in 
the state any measure needed to corre:t local abuses ot 
any kind. The other main objection to the lease is that, 
because of its long term (99 years), it would exercise an 
important influence towards blocking any reforms in 
the reduction of existing fares, because of the large com- 
pensation to be paid to the West End, which would, in 
the opinion of the Commissioners, severely tax the earn 
ing power of the new company. 
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This latter aie is she: more : Seated in the 
minds of the Commissioners, who lay particular stress 
on the fact that the policy of the Legislature in dealing 
with important questions of rapid transit has always 
been to grant a lease for only a limited period—say, from 
20 to 25 years, asin the case of the lease of the Boston 
subway to the West End for 21 years. On this point the 
report says: 

“Running thus counter to the sharply defined line of public 
policy, it is not easy to see on what ground the lease can be 
justified as a private contract. lts motive and essential con- 
ditions—the subway and the enjoyed immunities- lapse in 20 
and 25 years. Who can venture to predict what changed con” 
ditions will then exist or arise? Except upon the assumption 
that the parties who shall then hold this lease, fortified by the 
possession and control of the West End system, can prescribe 
the terms of the cortracts and adjustments to be made for the 
75 or 80 years beyond, the lea-e is an improvident contract.” 

In the course of the decision, the report of the apprais- 
ers is referred to, in which it was shown that the full 
value of the West End property is $25,606,808, while the 
capitalization and net debt of the company is $26,341,193, 
showing a deficiency of assets of over $734,000, which 
detracts from the value of the stock; and this deficiency 
properly attaches tothe common stock as the inferior 
security, with the result that each $100 of common stock 
represents about $92 of actual property, thus making 
the rental, including taxes, amount to over 11 instead of 
Sper cent. This percentage or annual dividend must be 
paid for the term of 99 years to stockholders of the West 
End on the par value of their shares. This, the Commis- 
sioners point out, is excessive. Regarding the use of 
the subway, the report states as follows: 

““The Board declined to approve the subway contract until 
a clause had been inserted by which the West End, or any 
other company using the subway, was made expressly subject 
with respect to the railway and tracks located in the subway, 
and the equipment, use and operation thereof, and transpor- 
tation thereon, not only to the general street railway laws, 
but to any other laws or acts which are or may be applicable 
to the party of the second part (the West End) or such other 
company, not inconsistent with the specific grants of the con- 
tract.” 

A press dispatch of Nov. 30, states that the Elevated 
Railroad Company hus made a new proposition to the 
West End, offering to take a lease for 25 years, guaran- 
teeing dividends on the common stock of 7 per cent, 


The Braeburn Steel Works. 


A few gentlemen organized, some months ago, the 
Braeburn Steel Company, and built the works which 
have recently been opened. The directors of this com- 
pany are Mr. William Metcalf, Past President Am. Soc. 
C.E , who needs no introduction to the readers of the 
Railroad Gazette; Mr. Charles Metcalf and Mr. P. B. 
Hasbrouck; She Secretary and Treasurer is Mr. R. P. 
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To Coal Mine — 


between crane rails. The crane rails run the whole 
length of the building, and there are twoelectric cranes, 
one of 10 tons and one of 5 tons capacity. 

The 2-ft. gage railroad is furnished with electric 
trolley locomotive and a train of substantial iron cars. 
The generator for this locomotive is in the shearing 
shop, and is independent of the crane system. 

In the upper end of the main building are the melting 
furnaces, one crucible furnace and one 5-ton basic open 
hearth. Thecharges for these furnaces are brought from 
the shearing shop on iron cats. pushed into the main 
building, picked up by the electric crane and delivered on 
the furnace platforms. The next 100 ft. of the main build- 
ing is the ingot inspecting and storing room. Either of 
the cranes can take ingots from here and deliver them 
to any of the furnaces in a few moments. 

Next to the ingot-room is the 14-in. bar mill: the 
train extends across the building, and its engine isin a 
lean-to shed adjoining. Next to the 14-in. mill is a 10- 
in. bar mill similarly placed, and about 200 ft. from the 
14-in. mill, giving plenty of floor room for each mill. 
About 120 ft. from the 10-in. mill is the 3-ton hammer, 
next there is a 1,500-lb. hammer and next a 500-1b, ham- 
mer. Beyond this the forging press is situated. This 
last machinery is not delivered and cannot be described 
at present. At the fartherend of the building is the 
annealing department. All of the furnaces, gas pro- 
ducers, boilers, and mill engines are under lean-to sheds 
on the side next to the Allegheny Valley Railway. The 
furnaces are so placed that ingots can be delivered div 
rectly to the furnace doors, and heavy ingots can be put 
into and drawn from the furnaces by the electric 
cranes. 

Each mill floor, the hammer shop and the annealing 
department has its own siding running in from the 2-ft. 
gage track so that the electric locomotive and train 
can gather up finished steel wherever it may be and de- 
liver it in the warehouse. 

About 800 ft. south of the Allegheny Valley Railway 
tracks and about 23 ft. above the tracks is the opening 
of the company’s coal mine. The mine is in the upper 
Freeport seam, and it has developed aclear4-ft. working 
breast. <A trestle from the mine crosses the railroad 
with 23 ft. clear headway and extends along the building 
to the boilers and all of the gas producers; chutes lead 
down to boilers and producers, so that the miner’s car is 
dumped at the firemen’s feet. 

All of the furnaces except one or two little ones, where 
natural gas was more convenient to use, are of the Sie- 
mens regenerative type. These furnaces, a little more 
expensive in first cost, are so incomparably superior to 
any other known furnace in every other way, that it was 
deemed economical! to build them even with hearths as 
small as 6 ft. x 4 ft. The Smythe water seal gas pro- 
ducers are used, and are working well. 

It was part of the original plan to run the 2-ft. track 
along under the coal trestle 
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Main building, 725 ft. long; 50 


the filling cost about as 
much as was saved in trolley 
track. The hollow left be- 
tween the buildings and the 
railroad bank will furnish 
a handy ash dump for some 
years to come. 

The roll trains were built 
by the Frank-Kneeland Ma 
chine Co., of Pittsburgh ; 
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Braeburn Steel Works. 


k'—Heating furnaces. 
l4-in.—Bar mill, 


Kelly. The works are designed tomake‘tool steel and open 
hearth steel, die blocks, and bars and forgings in general. 
The names of the gentlemen at the head of this concern 
are sufficient warrant of its character and probable suc- 
cess. 

The plant of the Braeburn Steel Company is at Brae- 
burn, on the Allegheny Valley Railway and Allegheny 
River, 23 miles from Pittsburgh. The property, about 16 
acres, is a piece of high, bottom land, lying between the 
railroad and the river, and about 1,600 ft. long on the 
li .e of the railroad. 

Near the upper end of the property a railroad siding 
extends across the property. Alongside of this track 
are the brick, clay and iron sheds, and metal yard, and 
ou the opposite side of these sheds there is a 2-ft. gage 
railroad which leads to the shearing and mixing shed, 
then to and along the main building, and the store- 
house and oilhouse, and into the warehouse. Four sid- 
ings are run from this track into the main building for 
the delivery of raw material and the reception of finished 
product. 

A standard gage siding leads from the warehouse, 
out of the lower end of the property to the main 
tracks of the Allegheny Valley Railway. This is used 
for shipping finished steel. 

The main building’ is 725 ft. long and 50 ft. span 


S—Storeroom, 


boilers, by R. Munroe & Son, 
Pittsburgh; the hammers 
by Bement, Miles & Co., 
of Philadelphia; the cranes 
Co., or Manning, Maxwell & 
the generaters by the Card 
Electric Co., of Mansfield, O.; the trolley locomotive and 
cars by the Jeffrey Mfg. Co., Columbus, O. The build- 
ings were designed and erected by the Shiffler Bridge 
Co., of Pittsburgh; high, well lighted, substantial and 
roomy, they are a pleasure to the workers in them, and 
a credit to the builders. Nothing was bought for cheap- 
ness ; everything in the plant is of the best of its kind as 
far as the owners know. 
from the description and plan it will be seen that the 
prevailing idea in thearrangement was continuous mo- 
tion, without traveling back or crossing and recrossing: 
the least possible amount of heavy hand labor, and such 
conveniences as will enable men to do the most work 
with the least effort and greatest comfort. Now that 
the plant is built and paid for, simple, economical, and 
as good as money could buy, what are the owners going 
to do with it? They are going to try and make good 
steel, the best they know how to make now or that they 
can learn about hereafter, and that ought to be pretty 
good. They hope to make it cheap enough to command 
a share of patronage, and good enough to hold its place. 
The best of the Braeburn brands will be that which 
will do the required work at least cost to the purchaser, 
It will often require a little time to find out what this 


by the Shaw Electric 
Moore, of New York ; 


brand is in a given case, but when it is found it is to be 
stuck to. 

The Braeburn Steel Company has no fads and no mys- 
teries, and no patents for sale. How could the author 
of ‘Steel; a Manual for Steel Users” permit any of them 
where he has control? The company intends to ask the 
copsumer to try, and after trial to make his own decis- 
ion, which he would do anyway. 








An Interurban Railroad in lowa, 





The Mason City & Clear Lake Traction Company 
was incorporated some time ago under the Iowa laws 
with a capital stock of $200,000 and began operations 
July 3 last. The road is of special interest as being 
among the first electric interurban lines in the West to 
handle regularly both passenger and freight traffic. It 
works 7.46 miles of track within the limits of the town 
of Mason City, 0.54 miles within the town of Traction 
Park and 2.5 miles within the limits of Clear Lake, 
while outside the town limits there are 7.10 miles of 
main line along which the compavy has a perpetual 
right of way 33 ft. wide. The lines within the several 
towns are operated under 25-year franchises. The road 
connects the towns of Mason City, Traction Park and 
Clear Lake in northern Iowa, and first class construc- 
tion has been used throughout. The.cost of building and 
equipping the road, which is ‘of standard gage, was 
$201,000. 

The rails weigh 60 Ibs, per yard and are laid on cedar 
ties spaced 2 ft. center to center with suspension joints 
and Servis tie-plates. The rails were rolled by the Il- 
linois Steel Co., and the special track work, frogs, 
switches, etc., was furnished by the Puige Iron Works, 
of Chicago. The overbead trolley is used with large 
trolley wires and feeders, cedar trolley poles being used, 
excepting within the town limits, where the poles are 
of iron. 

The power-house and car barn are about half-way be- 
tween Mason City and Clear Lake, at Traction Park, 
where the company owns 10 acresof land, The power- 
house is a building 200 ft. long by 50 ft. wide, and the 
car barn is 165 ft. long by 40 ft. wide. Both buildings 
are of fireproof construction throughout. In the power- 
house is a battery of four boilers, one 150 H, P. and one 
300 H. P. Allis engine, beside one 200 H. P. generator, 
one 300 H. P. generator and a switchboard, which were 
supplied by the Walker Co. 

The rolling stock consists of 16 cars built by Pullman 
which are equipped with Peckham suspension trucks 
and Walker motors. The following is a list of rolling 
stock: 

One electric locomotive, 150 H. P. capacity. 

One double-truck motor car, 200 H, P. capacity. 

Four single truck motor car (each), 50 H. P. capacity. 

Six open trailers, 42 ft. long. 

One closed trailer, 42 ft. long. 


One combination baggage and express car. 
Two flat cars. 


The motor cars are equipped with air-brakes, and the 
closed cars with electric heaters. 

The road is run as a feeder of the Iowa Central, which 
it joins at Mason City. During the past three months, 
in addition to local traffic, it has handled considerable 
freight, principally live stock. The company has stock 
yards at Clear Lake and Traction Park and also connects 
with the Iowa Central stock yards at Mason City. The 
principal officers are Mr. W. E. Brice, President and 
Treasurer; Mr. L. H Ong, Secretary and General Man 
ager; Mr. F. J. Hanlon, Auditor. 








American Society of Mechanical Engineers. 

The opening session of the annual meeting of the 
American Society of Mechanical Engineer, held at the 
Society’s house on Tuesday evening of this week, was 
largely attended. At 9 o’clock the meeting was called 
to order by the Secretary, and after a few incidental 
matters had been disposed of Mr. Worcester R. Warner, 
President of the Society, delivered his annual address, 
the subject being, ‘‘ The Evolution of the Telescope.’’ 
In his preliminary remarks, he stated that it had been 
the invariable custom of the Presidents of the society to 
discuss some subjects in their annual address with 
which they had had considerable experience, and so he 
had chosen the subject mentioned. The study of the 
telescope was treated first historically, careful consider- 
ation being given to a description of the different 
forms of mountings both in this country and abroad. 
In an interesting manner he traced the development of 
the study of the geography of the heavens from the 
earliest records to the completion of the Yerkes telescope 
at Chicago. This subject is not oneto interest the as- 
tronomer alone, but Mr. Warner pointed out that the 
telescope is indispensable to the engineer. Further- 
more, the telescope with an attached camera now does 
in 40 minutes what it formerly took an able astronomer 
four years to accomplish, and does it better, mapping the 
stars he has never seen and making a permanent record 
with no discount for the personal equation. 

Following the reading of the paper, Mr. Warner 
showed many interesting photozraphic slides which 
were placed on the screen. Many of the views possessed 
considerable historical interest and altogether formed 
quite a complete history of the development of the tele- 
scope following along the lines somewhat similar to that 
followed in treating the subject in his paper. 

The annual report of the Council urges the voting 
membership to write fully concerningsthe candidates in 
whose election they are interested. Two instances were 
reported of Japanese engineers who had studied in this 
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country, but had returned to Japan, who desired to be- 
come members of the Society, but did not know a suffi- 
cient number of the members to second theirapplication. 
A paragraph was added to’the rules of the Society where- 
by applicants not residents in North America and not 
personally known to five members of the Society may be 
recommended by ballot by five members of the 


Council. The total membership of the Society at the 
present time is 1,823, of which 16 are honorary 
members, 1,365 members, 119 associates and 323 


junior members. The Council announced that the 
Transactions of the Society would hereafter be sent to 
any institution desiring them at the haif-rate allowed 
to members; namely, in paper binding $5 and half 
morocco $6, The Council further announced that Mr. 
George Westinghouse was unanimously elected an hon- 
orary member of the Society, The Treasurer’s report 
showed that the total receipts for the first year amounted 
to $28,385 and the disbursements to $28,338. 

The business session of the annual meeting was held 
Wednesday morning, at which time reports were re- 
ceived from different committees appointed at the last 
meeting, from the professional committees on the revi- 
sion of the 1885 code for conduit boiler trials, from the 
delegates from the Society to the Coaference on Standard 
Electrical Rules and adele gate to the International Con- 
ference of Stockhoim on Testing of Materials, a re- 
port of which will be found elsewhere ino this issue. The 
following officers have been elected for the ensuing 
year: 

President, Charles Wallace Hunt, New York. Vice- 
Presidents: E. S. Cramp, Philadelphia, Pa ; S. T. Well- 
man, Cleveland, O.; W. F. Durfee, New York City; 
John C. Kafer, New York City; David R. Fraser, Chi- 
cago, Ill.; Walter S. Russel, Detroit, Mich. Managers: 
Norman C. Stiles, Watertown, N. Y.; E. D. Meier, St. 
Louis, Mo.; Geo. W. Dickie, San Francisco, Cal.; H. S. 
Haines, Atlanta, Ga ; Gus C. Henning, New York City ; 
A. Wells Robinson, Milwaukee, Wis.; Jas. B. Stanwood, 
Cincinnati, O.; Henry H. Suplee, Philadelphia, Pa.:; 
Geo. Richmond, New York City. Treasurer, Wm. H. 
Wiley, New York City. 

Following are abstracts of papers presented at the dif- 
ferent sessions held Wednesday, Thursday and Friday: 


A WATER PURIFYING PLANT.—BY MR. HOWARD STILLMAN. 


In this paper is described the plant established at 
Port Los Angeles Cal., for purifying the water supplied 
to locomotives on the Southern Pacific Railroad. It is 
designed to do away with an elaborate system of works 
and to furnish a continuous supply of treated water 
without more than the usual attendance at water sta- 
tions. The process has been ‘‘standardized,”’ so as to be 
applicable to any point on the road. The water is treated 
cold. 

The water is pumped from a well intoa main at the 
rate of 11,000 gals. per hour. . The main is intercepted by 
two tanks, 4'¢ ft. diameter x8 ft. high, divided by partial 
diaphragms which retard the water and allow time for 
chemical action to take place. The water enters each 
tank in turn at the bottom and leaves at the top. Five 
minutes is the time required for the water to pass 
through these tanks. Just before entering each of the 
circulating tanks the main is tapped by \-in. pipes 
through which a solution passes from each of the two 
chemical tanks. The chemical tanks hold a sufficient 
supply for treating 44,000 gals. of water and the flow of 
the solution is regulated by the pressure of compressed 
air introduced at the top of the tanks. The first chem- 
ical tank contains a solution of slaked lime which is 
continually stirred by paddles driven by an air motor on 
top of the tank. The second chemical tank contains a 
solution of soda ash which does not require sti ring. It 
requires about five minutes’ time to refill the chemica] 
tanks and recharge with air during which time the 
water supply or pump is stop ed. 

After leaving the circulating tanks the water passes 
in turn through two storage and settling tanks, each of 
50,000 gals. capacity, being introduced near the bottom 
of each and drawn off near the top. The pump maintains 
the circulation and the storage tanks are situated ona 
bluff at a considerable height above the tracks. 

With the treated water no scale forms in the boilers 
and there isa small deposit of magnesia sludge; previ- 
ous to the treatment the water formed a large amount 
of hard scale with {considerable corrosion. The follow- 
ing gives the results of analyses of water at Port Los 
Avgeles before and after treatment: 


Well in Bed of Canon About 100 Yards fram Ocean Beach. 


: Before . After. 
Date of Analysis. March, 1896. December, 1596. 
Lime, 1,54 lbs. 


Treatment per 1,000 Gals. Soda Aeh, ,4, Ibs. 
Contained in the water in 


solution in grainsin per 





U.S. gallons: 
Carbonate lime....... R 14.29 .69 
Sulphate lime cucaxe 5.07 29 
Carbonate magnesia 1,22 7.15 
Sulphate magnesia..... 17.15 1.63 
eee 1.34 ll 
Alumina... .. Reidmwneess 17 17 
Sulphate soda........ 3.56 27.92 
Chloride soda 8.75 5.71 
BN ee saikcicwessmuncnad 51.55 43,67 
Incrustating matter.... 39.24 10.04 
Non-incrustating mat- 
ee ees 12.31 33.63 


Cost per 1,000 galls. to treat, 4 cents. 





REVISION OF THE CODE OF 1885 


TRIALS. 
The report is submitted by a sub-committee and is 
subject to revision after the meeting. The principle, 


FOR STEAM BOILER 


which governed the committee of 1885 in the prepara- 
tion of the code of rules are in accord with the views of 
the present committee. During the interval of 12 years 
methods and instruments have changed. Throttling 
and separating calorimeters have displaced the barrel 
and other types of steam calorimeters referred to in the 
previous report. Considerable attention is now given 
to the determination of the calorific value of coal, and 
coal calorimeters are now successfully used. It is the 
usual practice now to include in the table of results of 
boiler tests the percentage of ‘‘efficiency”’ or proportion 
of the calorific value of the coal, which is utilized by 
the boiler. Also the analysis of flue gases is receiving 
more attention. The revised code, termed the Code of 
1897, is substantially the same as that of 1885, with such 
amendments as recent experience has shown to be de- 
sirable. 

Beside the amendments to the Code of 1885 concerning 
the determination of ‘efficiency’ and the use of im- 
proved steam calorimeters, directions are given for sam- 
pling the coal for determining the heat of combustion 
from the chemical analysis of coal and for working out 
a heat balance. The committee approves the former 
standard ‘unit of evaporation,” namely, one pound of 
water at 212 deg. Fahr. evaporated into steam of the 
same temperature; also ‘that 341¢ units of evaporation 
shall be taken as one commercial horse-power. 

There ar2 38 appendices to the new code of which 19 
have either been adopted in whole from the former code 
or revised; the remaining ones were presented by mem- 
bers of the present committee and still others may be 
added. These discuss quite fully the various questions 
which have arisen in connection with boiler testing. 





CAST IRON UNDER IMPACT.—BY MR. W. J. KEEP. 

The object of the experiments described in the paper 
was to determine the influence of shock upon cast iron. 
They incidentally show the use of mechanical analyses 
in determining the cause of physical changes which take 
place in cast iron. The kind of shock considered is a 
blow, not sufficient to produce distortion of the test bar. 
Test bars were also subjected to shock by milling them 
in atumbling barrel. The following observations were 
made: 


Striking atest bar on the side or end decreases its length. 
Test bars milled in contact with other castings ina tumbling 
barrel increase in length. Milled test bars show large increase 
of strength. Blows delivered on the side or end of a test bar 
do not increase the strength. Test bars 4 in. square increase 
in strength until they have been milled two or three hours, but 
not materially by longer milling. Of milled bars the weakest 
bars are most strengthened and the strongest bars are 
strengthened very little. The strength gained by milling is 
due to making the surface of the test bar smooth and to con- 
densing the surface by peening. The removal of the surface 
weakens a test bar while smoothing the surface without re- 
moving it strengthens it. Smoothing the surface by pounding 
with a hammer increases the strength by condensing the 
grain. Test bars of gray iroa containing least silicon gain 
most by the process of milling. 





A SCREW DIE FOR THE TURRET LATHE.—BY MR. JAMES 


HARTNESS. 

The die described and illustrated (Fig. 1) is intended 
for turret lathe and screw machine use, but may be 
used on any machine in which the work is rotated for 
cutting threads from 1 to 114 in. in diameter with 
pitches not coarser than 7 perinch. Any thread except- 
ing thesquare form can be cut. 


The die head is held 





Fig. 1 —Screw Die for Turret Lathes 


against the face of its holder by a spring pressure which 
permits a slight forward movement of the head relative 
to the holder, and provides a means for automatically 
opening the die. The chasers are held in working po- 
sition by an encircling cam bearing directly over the 
working teeth. The teeth at the front of the chaser 
have a cutting clearance, while those at the back have 
no clearance but ride on the thread and control the lead 
The lead controlling feature is very accurate and the 
die is very compact. 
A BOILER SETTING.—BY MR. G. W. BISSELL. 

The engraving (Fig. 2) shows a method for supporting 
a horizontal return tubular boiler 54 in. in diameter by 
16 ft. long. Two pairs of lugs of special design are 
attached to the sides of the shell above the fire. These 
lugs rest on hangers of lin. round iron, which are car- 
ried by nuts on wrought-iron saddles cut from flat bar 
iron and the saddles rest on I-beams. At the front end 
of the boiler one 7-in. beam is used. At the back end the 
saddles are supported by an 8-in. equalizing I-beam 5 ft. 
long, which rests on a1-in. roller which in turn hasa 
bearing on a 9-in. I-beam. The latter, and also the 7-in. 


I-beam at the front end, rest on pairs of columns for 
which 6-in. channel beams are used. Suitable castings 
serve as sole-plates for the I-beams and as caps for the 
columns. 

The advantages possessed by this design over others in 
more general uses are: First, Three-point support for 
the boiler, by which it is freed from strains due to 
settling of the columns or setting. Second, Independ- 
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Fig. 2.—Method of Supporting a Horizontal Boiler. 


ence of the boiler and the setting, prolonging thereby 

the life of the setting and making easy the laying up of 

the new and the repairing of the old brickwork. 
DUSTLESS BUILDINGS.—MR. C. J. H. WOODBURY. 

This paper described a method; of preventing the en- 
trance of dust into modern office buildings. The heating 
and ventilating is by a blast of air drawn down a flue. 
This is heated and forced through the building. Dust is 
removed from the air. by cotton cloth filters so arranged 
that the current shall approach the fabric at an acute 
angle and the momentum of the particles will cause 
them to glance off and be collected at the bottom of the 
filter. Toaccomplish this a3 number of long cloth bags 
over 30 ft. long are hung down the intake flue. The bags 
are square at the top and are supported in the shaft from 
a frame divided by partitions.4jThe lower part of each 
bag is cylindrical and of less cross-section than the top, 
and the bottom of each is closed by a drawing string. An 
arrangement of guides, ropes and. pulleys enable the 
bags to be raised and lowered when they are cleaned. In 
a flue where the velocity of the air was 700 ft. per min- 
ute, it was reduced to 26 ft. per minute through the 
fabric, and from one-half to one peck of dust was re- 
moved from the aira month. The efficiency of this de- 
vice, which has been patented, was tested by putting 
freshly.painted boards at the bottom of the flue, and it 
was found that these dried with a smooth surface. 


MACHINE MOLDING.—BY E. H. MUMFORD. 

The idea of applying a power-driven vibrator directly 
to the plate carrying the patterns to thus vibrate them 
independently of other parts of the machine, the flask 
and the sand, has been the subject of the issue of patents 
to Mr.Harris Tabor. In the operation of this machine, 
the ramming head of the machine, which can be thrown 
back, is drawn into a vertical position after the flask 
has been placed and filled with sand. A three-way cock 
is then quickly opened, admitting compressed air to an 
inverted cylinder near the bottom of the machine. The 
cylinder with the upper part of the machine, together 
with the flask and sand, is thus driven up against the 
ramming head. Gravity returns the machine toits orig- 
inal position when the three-way cock is opened to the 
exhaust. After pushing’ the ramming head back, the 
operator, by drawing a lever forward and down, raises 
the outer frame of the top of the machine containing the 
flask pins away from the patterns, thus drawing the lat- 
ter from the sand. As the operator moves the pattern- 
drawing lever with his right hand, he presses with his 
left a valve which admits compressed air toa pneumatic 
vibrator. This consists simply of a double-acting elon- 
gated piston having a stroke of about 3 in. ina valveless 
cylinder, and striking upon hardened anvils at either 
end at an estimated rate of 5,000 blows per minute. These 
vibrations are communicated to the patterns, and yet 
kept from being transmitted to the rest of the machine 
by an arrangement 0’ clastic bushings. The action of 
the vibrator is such as to give the whole pattern surface 
a violent shiver, while the actual movement of the pat- 
tern isso slight thatitis found to fill the mold com- 
pletely. 





ELEC1RICITY IN COTTON MILLS.—BY W. B, SMITH. 
It is the purpose of this paper to attempt to descrihe 
from the actual operation of two plants working under 
as nearly identical conditions as two manufacturing in- 
stitutions can—the one operated by rope transmission 
with heavy head shafts, sheaves, etc., and the other by 
means of motors distributed throughout the building. 
In one the actual operation of the steam engine is con- 
sidered; in the other the current is supplied to the 
motors from the secondary switchboard or receiving 
station. 
Many have considered electric transmission in the 
light of a source of power, and we often hear compari- 
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sons of it with regard to power costs which are very 
misleading. Some have been imprudent enough to 
assert its economy for power purposes in connection with 
uneconomical water-power plants as the means of mak- 
ing such developments commercially available, and 
several large plants for cotton mills have been developed 
on this line with blindness as to their true commercial 
value. 

For the purposes of this paper we will take up the in- 
vestigation, by tabulated data, from the actual every- 
day operation of the plants, and we shall designate the 
two plants as No. land No.2. No. 1isa steam-driven 
mill, having a steam plan: geared up with ropes, heavy 
headed gearing, and large tapering shafts as such plants 
are usually geared up in the best practice of to-day. The 
steam engine is an 800-H. P. Corliss cross-compound, 
built in 1895, with cylinders 20 and 40 x 60-in. stroke, and 
a rope wheel 24 ft. pitch diameter, grooved for 26 1%-in. 
ropes, weighing 35 tons. This engine is being operated 
at an exceptionally low cost per horse-power for steam. 
There was in the mill during 
the period for which com- 
parison of power is made 
11,776 spindles and 720 looms; 
ali the spindles and pre. 
paratory machinery were 
run full, but the looms did 
not average more than 682 
per day. No 2 is an electric 
driven mill which rents its 
current from a central sta- 
tion and _ distributes it 
through a continuous read- 
ing wattmeter to four 150- 
H. P. inverted motors bolted 
to the ceiling in convenient 
locations for economical dis 
tribution of the power, and 
belted to the shafting. The 
mill has been in operation 
since Jan. 1, 1897. This mill 
had in operation during the 
period named above on an 
average of 12,448 spindles, 
with preparatory machinery 
and an average of 356 looms 
out of 500 in the mill. The 
weight of the shafting in the , 
steam mill is approximately 136,000 lbs. and the electric 
mill 122,000 lbs. 

From the data obtained from the steam-driven mill 
we have the following distribution of power during the 
test—for the steam-iriven mill : 


Const 
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for 8"Weir.f =.632 .619 .611 .605 .601 
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bo dchaning. FF 
power, and shafting. riction. H. P. spds, Looms, 
535 340 226 196 114 


and for the electric driven mill: 


Total Looms 
power, and shafting. Friction. H.P.spds. Looms. 
418 206 149 208 60 


Hence, the difference between 226 and 149 H. P., 77 H. 
P. must be credited to the electric mill in its present 
condition.* 

The following points from the foregoing can be stated 
as existing under the present conditions: the steam mill 
is operating under a disadvantage of an underloaded 
engine; the electric mill is operating under the disad 
vantage of driving more shafting per motor than it will 
when the full complement of machinery is installed. 

The steam mill requires more supplies in the shape of 
oil, sizing for ropes, and other necessary incidentals due 
tothe method of transmitting the power. The electric 
mill has cost nothing for its motors in six months of 
operation, not even the necessity of putting oil in the 
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Fig. 5.—Results of Tests on a Centrifugal Pump. 


bearings, which was simply renewed once in that time 
asa precaution. The convenience of operating any sec 
tion of the mill ad libitum, without reference to the 
other sections, isan advantage which is felt in dollars 
and cents in plants using the electric transmission. 

The question which arises as to whether a generator 
directly connected to an economical type of engine to 
produce the power would consume the difference in the 
frictional horse-power, is one which can only be answered 
from data from institutions having such plants.+ It is 





r cent. was 


*In this case, it will be noted that about 42 
per cent. in 


lost in friction with the steam-driven mill and 
the electric driven mill. 

t See Railroad Gazette of Nov. 19, 1897, p. 820, for some in- 
formation covering thia point. 
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Figs. 6 and 7.—Observations and Results Showing Sibley College Tests on Effect 
of Velocity of Approach. 


the author’s opinion that this difference of power would 
not be exceeded, and he hopes subsequently to give more 
specific data from further experiment from the actual 
operation of these two plants under better conditions, 
viz., when both mills are completely filled with ma- 
chinery and motors and engine run at their full load ; 
also in obtaining the efficiency of direct connected en- 
gines and generators. It must be borne in mind that, 
unlike a machine shop and other manufacturing estab- 
lishments, where a large amount of shafting is required 
to cover the ground and where intermittent power is 
used, a cotton mill drives in useful effect 95 per cent. of 
its shafting and uses} actually in continuous operation 
almost the maximum power at all times. 





TEST OF CENTRIFUGAL PUMP, ETC.—BY PROF, R. C. CAR- 
PENTER. 

The paper first contained a description of the plant in 

which diagrams were used in explaining the details. 

The method of testing and of computing the coefficients 


Coefficient of Discharge 


595 590 


AND 


CORRECTION FOR VELOCITY 
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8 8 


Difference between the Hook Gauge Readings in fect, 
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over Weirs without and with Velocity of Approach. 
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Velocity of Approach— Weir No. 1. 


of discharge were then considered at some length. The 
results which would probably prove of most interest to 
our readers is given in the accompanying diagrams, Figs. 
5, 6 and 7, which show the efficiency of the pumping ma- 
chinery. The tests which were made show the indicated 
horse power for each engine corresponding to different 
heads and different volumes of water discharged. The 
work of raising the water against the head for the stated 
(Continued on page 854.) 








A Government Armor Works. 





Congress will be asked this winter to appropriate 
$3,000,000 to erect a mill for manufacturing armor for war- 
ships, though there are now two plantsin this country 
equal to the capacity of the proposed mill, and the demand 
for armor will probably not keep the ——— mill run- 
ning half of the time. The prices paid to the Bethlehem 
and Carnegie companies were high enough to remuner- 
ate those companies for erecting the necessary machin- 
ery, which is almost or a useless for other pur- 
poses. Investi — by the Navy Department showed 
that $400 would be a fair price, and a Senate Committee 
reached the conclusion that a lower figure would be 
enough. At $400 a ton the Bethlehem and Carnegie 
companies were willing to make contracts; at any rate, 
they were willing to reduce the prices substantially. 

But the Illinois Steel Company represented that it 
could make armor for $240 a ton, and it secured the in- 
troduction of a bill making that figure the limit. Con- 
- did not quite take the company at its word, but*it 

id limit the price to be paid to $300. The Bethlehem 
and Carnegie companies refused to make armor for this 
ag and the Illinois Steel Company explained that it 

ad no plant for the production of armor plates, but it 
would erect such a plant if it had an exclusive contract 
for all armor for 20 years, the minimum amount to be 
8 taken annually being 6,000 tons. 
3 The Illinois Steel Company had procured the fixing of 
the price below what the other two companies would 
% accept, and it had no means of doing the work itself, 
Sand a naval board has been figuring on a government 
3 mill. This mill is to produce 6,000 tons a year, the min- 
* imum stipulated for by the Illinois Steel Company. As 
3 that will cover more than two battleships, and we trust 
9 we are not going to build two battleships every year, 
this factory would lie idle much of the time. The Navy 
Department knows very well that it costs vastly more 
to build a ship in a government yard than it doesin a 
private yard, and after the government has spent $3,000,- 
000 in erecting an armor mill, which will be idle half the 
time, it will find that its armor costs it a good deal 
more than the Bethlehem and Carnegie companies 
asked.—Journal of Commerce. 








Automatic Semaphore Block Sisnals on the Illinois 
Central. 





As recently announced in the Railroad Gazette, the 
Hall Signal Company has fu.nished for the Illinois 
Central a large number of automatic block signals, 
which are to be operated by electric motors, a }- 
H. P. motor for each signal. Exposed semaphores 
are used, of standard size, and distant, home and 
starting signals are provided at each station, The 
signals stand normally at danger, approaching trains 
clearing them, if the track is clear, by means of a 
preliminary track circuit, which the wheels shunt at a 
point some distance before reaching the distant signal. 
From information furnished by Mr. W. J. Gillingham, 


Signal Engineer of the road, we now give some further 
particulars concerning these signals, with a diagram 
of the electric circuits by which the signals are auto- 
matically moved by the passage of trains. 

That portion of the Illinois Central Railroad lying 
between Carbondale and Cairo, 57 miles long, a part of 
the St. Louis Division, is an 2xtremely busy line. It is 
the throat, so to speak, through which passes the traffic 
between the Chicago, Amboy and St. Louis Divisions 
on the north and all the lines of the company south of 
the Ohio River. Until 1896 all this traffic was done on a 
single track, but the difficulties of operation became so 
apparent that a second main track was laid between the 
points mentioned. Most of this line lies in a spur of the 
Ozark Mountains extending diagonally from northwest 
to southeast through the southern part of Illinois. The 
sharpest curves and steepest grades are between Don- 
gola and Bosky Dell. The gradients and curves are 
shown on the accompanying diagram, Figs. 1 and 2, On 
this section automatic block signals are now in use be- 
tween Cobden and Makanda, and they are being put in 
from Cobden to Dongola on the south and from Ma- 
kanda to Bosky Dell on the north, a total distance of 28 
mniles. 

After careful deliberation it was decided to use the stand 
ard semaphore and fittings, identical with those used in 
interlocking practice, except that certain modifications 
were made to reduce friction by the introduction of ball 
bearings. In 1894 the Illinois Central had erected in 
Chicago an automatic electric semaphore signal (which 
is still in service) for the purpose of experiment.and to 
determine the reliability and efficiency of an exposed 
semaphore signal worked by an electric motor (fixed to 
the signal post). The signal is located on the lake shore 
where it has been subject to all conditions of weather, 
and asa result of those tests the company decided to adopt 
this type on the St. Louis division. 

The signals are located with special reference to the 
grades, so as to make it as easy as possible for trains to 
start after having been stopped at a signal; the uniform 
length of blocks being made secondary to this. The 
locations having been thus determined on the plan, the 
next step was to make the ground locations with refer- 
ence to the line of vision, bearing in mind the grades. 
In determining these locations the division officers and 
the signal department co-operated ; and it is of interest 
to note that in no instance was it necessary to vary a 
signal more than 200 ft. from the original location ; and 
there were but four instances where the home signals 
could not be sighted from a good distance. As previ- 
ously stated, the blocks are not of equal lengths, but at 
the stations and at all groups of switches, both home 
and advance (‘‘starting’’) signals have been provided, 
the home signals permitting trains to pull into stations 
to work when the block in advance is occupied. The 
advance signal is placed far enough ahead of the switches 
to permit the longest train to do switching without 
delay when the next succeeding block is occupied. 

The complete application, extending from Bosky Dell 
to Dongola, consists of 56 signals electrically operated 
and controlled, all of the standard semaphore type’ 
The accompanying diagram, Figs. 3 and 4, showing the 
arrangement of circuits and locations between Cobden 
and Makanda, illustrates the plan followed throughout 
the entire application; but the complications are such 
that a diagram of a single block is shown in Fig. 5, 
which, with the explanation appended, will make the 
arrangement easier to understand. 

Each block section is provided with a distant anda 
home signal and at stations there is also an advance sig- 
nal. Each switch is provided with a vibrating bell. The 
signals being normally in the caution and stop positions, 
a train approaching the distant signal will, upon enter- 
ing the preliminary section (assuming that the block 
in advance is unoccupied), clear the advance, home and 
distant signals. Where switches are located in the 
block the vibrating bell sounds simultaneously with 
the entrance of the train on the preliminary section. 
If, however, the block controlled by the advance signal 
is occupied, the signals are not cleared by the train on 
the preliminary section, but upon the train passing the 
distant signal the home signal clears and the bells 
sound. 

The application of vibrating bells at switches was 
first made on the Chicago terminal of the [Illinois Cen- 
tral. While it is true that theoretical objections have 
been made to their use, from a practical standpoint 
they are believed to be more efficient than visual indi- 
cators, not only because they more effectually arrest 
the attention but because they give indication or warn- 
ing to a greater number of trainmen. Instructions 
governing trainmen using main line switches within 
the block system are very explicit. They are not per- 
mitted to move a switch for the passage of a train 
from a side track to the main track or from one main 
track to the other when the bell at such switch is sound- 
ing, nor to proceed after reversing a switch for a siding 
unless the bell begins to ring when the switch is turned. 
It is apparent, therefore, that if on opening a switch 
the bell does not sound, there is necessity for extra 
precautionary measures, and the trainmen are governed 
accordingly. 

The apparatus for operating the signal directly neces. 
sarily differs from that operating disk signals, but it is 
of simple construction, and the likelihood of failure 
to perform its function is very remote, in fact is no 
greater than with disk signals. 

The distinctive features of these signals are the method 
of bonding the rails for track circuit, the vibrating bells 
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Fig. 1 —Profile and Diagram of the Line of the Illinois Central Railroad from Dongola to Bosky Dell, 28 miles—Continued in Fig. /. 


Nore.—In the diagram each line represents a track; solid lines represent tangents and dotted lines curves. 


at switches, and the manner in which the semaphores 
are operated. Until quite recently the practice has been 
to bond the joints by fastening the wires to the base of 
rail; but this has not proved altogether satisfactory, for 
the reason that bonds are sometimes forced out or 
broken, either by contact with the ties or by shearing off 
by the spikes in consequence of creeping of the rails. So 
much trouble was experienced from the latter cause on 
the approaches to the Cairo Bridge that it became neces- 
sary to provide some other form of bonding. The method 


a 





Cobden 


now pursued both on the bridge and on the St. Louis 
division is to bond through the web of the rail, using 
two wires, in substantially the same manner as that 
employed on electric street railroads. It obviates en- 
tirely the troubles experienced in the other method, 
and reduces the cost of replacements, 

In the operation of the semaphore a one-sixth horse 
power motor is used, the power necessary to operate 
it; varying (according to the resistance of circuit) from 
10 to 16 cells of Edison-Lalande type S battery. The 






Figs. 3 and 4,—Electric Circuits, Rail and Wire, for Automatic Block Signals, between Cobden and Makanda—Illinois Central Railroad. 
The right-hand end of the upper diagram joins the left-hand end of the lower. 


motor, as will be seen from the illustrations, is fastened 
to the side of the signal post, directly above the counter- 
weight lever. Attached to this lever isastranded cable }¢ 
in. in diameter, the other end of which, extending upward 
to the motor, is fastened to a drum keyed on to a shaft 
geared into the armature shaft as 25 to 1. The drum 
shaft is provided with a worm into which is geared a 
circuit-closing device for controlling the motor and 
brake circuits. On one end of the armature shaft is 
fastened a soft iron circular disk which, 1n connection 
with a high resistance coil, acts as a brake to stop the 
mutor, there being lateral movement enough in the shaft 
to permit of the disk being attracted and held by the 
brake coils when they are energized. On the base sup- 
porting the motor areinsulated strips forming a part of 
the circuit-closing device. The action of this circuit- 
when the block is 


closing device is such that 
unoccupied and no train is in the ‘preliminary 
section the battery is on open circuit. When 


a train enters the preliminary section a circuit is auto- 
matically closed through the motor, which thereupon 
causes the signal to assume its clear position. Just be- 
fore the signal reaches the clear position, the motor cir- 
cuit is automatically broken, and a circuit is closed 
through the brake magnet coils, causing a retardation 
of the movement of the arm and bringing it without 
undue shock against the stop, where it is held by the 
brake magnet. In this connection it should be under- 
stood that the circular disk is never in contact with the 
brake magnet poles, the brake being purely magnetic 
and not a friction device. Thus there is no possibility 
of sticking due to residual magnetism. The signal re- 
mains in the clear position until the first wheels of the 
train pass the signal, when the brake magnet circuit is 
broken and the signal returns to the stop position; its 
speed, however, being retarded just before the signal 
arm reaches the stop by the counter current developed 
inacircuit at that time automatically closed through 





























Figs. 8 and 9,—Side and End Views of Motor for 
Working Automatic Semaphore Signal. 
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apparatus directly controlling the signal is not sub- 
jected to wind, rain or snow, and the question of a 
normally danger or normally clear system becomes 
one of individual preference. With semaphores, how- 
ever, the conditions are changed, and it becomes a mat- 
ter of expediency that the signals be normally at 
danger. The actual time a signal is in the clear position 
(for train movements) is very much less than in the 
danger position (this will vary with volume of traffic); 
but assuming it to be relatively as one to five, the fail- 
ure of apparatus should be on the side of safety, and the 
tendency of the signal arm to stick in sleeting or snowy 
weather is certainly greatest in the position at which it 
is the longest time at rest, and in contending against 
such possibilities, it must be remembered that the fail- 
ure to move from the stop or danger position is safe, 




















Fig. 6 —Automatic Semaphore Signal—lllinois Central 
Railroad. 











Fig. 5.—Electric Circuits for Automatic Signals for one Block Section. 


while failure to move from the clear position is likely to 
be unsafe. It may be argued that the danger of failure 
is remote, but whether this be true or nct the principle 
of keeping signals normally at danger is correct, and it 
presents no obstacle to economical and successful opera- 
tion. 

Number 8 E. B. B. iron wire is used for the line on 
the telegraph poles, and all batteries are placed under- 
ground; those for the track circuit in cast iron chutes 
and for the motors and switch bells in cedar tubes spec- 
ially made for the purpose. 

The cost of maintenance and operation of these sig- 
nals, so far as it has been possible to judge from experi- 
ence thus far, will be but little if any greater than that 
of disk signals. 

This article is published simultaneously in the Rail- 
road Gazette and the American Engineer, Car Builder 
and Railroad Journal, by special arrangement. 


EXPLANATION; OF DIAGRAM, FIG, 5. 


AB, RC,C Dare sections of track constituting a 
block with its distant signal and preliminary [circuit. 
R,. R,, Rs, Ryare track relays; M and M, are relays di- 
rectly controlling the motor circuit ; B, and B are the 
batteries operating the motors, B; is the battery for 
operating the bells, and B, is the battery for operating 
the relays Mand M,. Allthe track relays are nor- 
mally closed and therelays M and M, are normally 
open. The entrance of a train on the section AB 
shunts the track battery from track relay R,, clos- 
ing the path for battery B, through back contact point 
of relay R, and thus energizing relays Mand M,. The 
energizing of relay M closes the front contact on that 
relay, thus completing the circuit for battery B, through 
this contact and the home signal motor, thus pulling 
this signal tothe clear position. A similar result fol- 
lows with relay /,, battery B, and the distant signal. 
When the home signal is in the clear position a circuit 
is closed through the circuit closer, battery B; and the 
bell magnets, causing the bells to sound at all switches 
in the section of track controlled by this signal. When 
the train enters the section B C, relay R, is demagnet- 
ized and the distant signal arm resumes the horizontal 
position, this being effected by the breaking of the cir- 
cuit for battery B, through the opening of the front 
contact of this relay. The train entering section C D 
demagnetizes relay R; and the home signal resumes the 
stop position by reason of the breaking of the circuit of 
battery B, through the opening of the circuit through 
relay M, which is effected by the opening of one of the 
contact points on relay R;. It will be noticed that the 
home signal is in the stop position and the circuit closer 
open; bat the bells will continue to sound as long as 
the train is in the section C D because a circuit is 
completed through the back contact point of R;, battery 
B; and the bell magnet coils. When the train passes 
out of section C J) all apparatus is restored tothe nor- 
mal position. 

If, at the time a train passes A the block C D is oc- 
cupied by a preceding train or car, or a switch is open, 
the demagnetization of #, by the action of the wheels 
has no effect on relays M and M,, for the circuit of bat- 
tery B, is held open at R; by the preceding train (or 
car); and consequently the signals remain at danger and 
stop the train at C. 

The lower armature of relay M, when down—that 
is, when in the position that it takes when a train passes 
it and the signal at B goes to the horizontal position 
—closes a circuit through the path indicated by the 


line shown at the underside of the arm of signal B. 
This circuit, which has no battery, runs through the 
motor, and the office of the lower armature of relay 
M, isto close a circuit through the motor, outside of 
the motor battery, and thus aid in retarding the motion 
of the signal arm as it approaches the end of its stroke. 
The relation of relay M, to the motor is shown in 
Fig. 10. Relay M has connections to its motor similar 
to those of relay M,. 

f, while a train is between B and C, a following tra‘n 




















Fig 7, 
should pass A, this second train, by holding M, closed, 
would prevent the closing of the no-battery circuit de- 
scribed inthe preceding paragraph; to avoid this the 
dropping of the third armature of #,, which is effected 
by the presence of the first train in the section B C, is 
made to close the no-battery circuit around M,. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions,—Subscribers and others will materially 
assist usin making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting. progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
to ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 
in consideration of advertising patronage. 





The Chief Engineer who writes on another page 
suggests that perhaps cars do not ride quite as easily 
on the modern stiff track as tney did over rails of 
lighter section, and he further suggests that perhaps 
the mechanical department can help matters by a bet- 
ter system of springs. Of course we defer to his judg- 
ment and experience, but from our own observation 


the first premise is wrong, and we are disposed to 
think ‘that there is less motion on the stiff track than 


there wason the lighter track. However this may be, 
it seems reasonable that a rigid and smooth track will 
be found the easiest to maintain—less destructive to 
itself, to machinery, to rolling stock and to the per- 
son of the passenger. The oscillations will he less 
frequent and much less ample, and all the train of 
consequences, in blows and in irregular strains that 
cannot be analyzed or provided for, will be less. 
Further, we have direct evidence that the work done 
in hauling a fast train is less on a stiff track than on 
the lighter track. Mr. P. H. Dudleys’ now well- 
known experiments showed this. It follows, then, 
that we do not want an elastic track, but a smooth 
track, and a track as rigid as it can possibly be made ; 
but it follows, further, that the burden of giving 
ease to the load is transferred to the mechanical de- 
partment, where it belongs. There known springs, 
acting at times and in ways that are known, can be 
accurately contrived. What could be less scientific 
than to try to put springs in your track ? 

A valued correspondent has written to us concern- 
ing our comment (Railroad Gazette, Nov. 5, page 
780) on the appointment of Prof. Henry 8. Pritchett 


as Chief of the United States Coast Survey. It may 
be remembered that we agreed that he is an 


able man and that he is probably competent for 
the place; but we judged that it might have been 
better to appoint somebody already in the Survey, 
and we added that we had heard that there was an 
organized and well conducted boom carried on in his 
his interest to procure the appointment. Our cor- 
respondent, who is in a position to know a good deal 
about the subject, and whom we trust thoroughly, 
says that polities had absolutely nothing whatever to 
do with the appointment. Mr, Mckinley left the 
whole matter to Mr. Gage and Mr. Gage tried to find 
just the right man. <A very caretul canvass was 
made by the aid of outsiders, who may be considered 
in some degree experts, and the upshot of the matter 
was that the opinion of those best qualified to judge, 
taking into consideration the various candidates and 
various men who were not candidates, and all the con- 
ditions, was that Professor Pritchett was altogether 
the best man available. Our friend says that he isa 
man of resource, he is quick to see the utilitarian 
side of scientific work, energetic, fearless, absolutely 
honest, of pleasing personality and of considerable 
persuasiy e power. It is believed that he will do as 
much as any man possibly could to take the Survey 
out of politics and to put it on a sound, scientific and 
utilitarian basis. Certainly, we shall do what little 
we canto helpalong so good a man in an under- 


taking so praiseworthy. 





Growth of Business. 


The general business situation necessarily attracts 
the anxious attention of the wholecommunity. After 
a series of lean years, when the chief hope was that 
hings might get no worse, and that one might sur- 
vive till there should come a turn for the better, the 
turn for the better has certainly come, but it leaves 
business men still anxious as to the extent and con- 
tinuance of theimprovement. The first effect of con- 
fidence in improvement we have seen in a great rise 
in the prices of railroad and some other securities, 
founded on increased earnings, themselves founded 
chiefly on larger returns from farm products and the 
resulting stimulus to other industries. 

But so far there are few signs of what has usually 
followed quickly a change from bad to good times— 
great activity in extending industrial enterprises, 
the building of new railroads, and the establishment 
of new and the enlargement of old manufacturing 
establishments. For the continuance of healthy pro- 
gress it is of the utmost importance that such increases 
in capacity for production should not be undertaken 
until it is reasonably certain that the country can 
consume the increased produce; and this means that 
the new ones are not needed until the old ones 
are fully ocoupied. Evidently we have not got to 
that point yet, nor does it yet appear that we shall 
soon reach and pass it; otherwise there would be an 
army of promoters seeking capital in the money 
market and asking contractors and manufacturers of 
machinery for estimates on buildings and plants. 

Now it isthis very extension of industries which has 
much to do with the demand for manufactures. 
Evidently the rail mills and the locomotive and car 
works cannot have so much to do when they are re- 
quired simply to maintain the existing railroad sys- 
tem as when they have not only to maintain it but 
also add 10,000 miles or more to it yearly, as in sev- 
eral past years they have had todo. It is not gen- 
erally appreciated that thisistrue also of other in- 
dustries ; the building of new blast furnaces, rolling 
mills, machine shops and other manufactories makes 
a tremendous demand on the industries already es- 
tablished. Before the end of a period of prosperity 
the country has usually been overstocked with them, 
and the reaction, always most severe in rapidly 
growing countries, is the greater because of the sud- 
den annihilation of the demand for extensions. 

Now the possibility of the growth of most indus- 
tries in this country is limited by the home consump- 
tion. When a very large part of our consumption of 
rails, forinstance, was supplied by foreign mills, it 
was possible to double the capacity of our rolling 
mills every few years; now that for some years the 
home mills have been able to supply more than the 
largest consumption for new roads as well us main- 
tenance, the capacity of rail mills is likely to be ex- 
tended only in proportion to the increase in home con- 
sumption. In production of pig iron we have only just 
caught up with the home consumption, and further 
increase in that can only keep pace with consump- 
tion plus exports, which latter will have to be fought 
for. These are only types of many other industries ; 
as soon as they have reached the point when they can 
fully supply our market there is a sudden check in 
their extension. Doubtless many of these in time 
will be able to compete in the world’s markets, as 
some of them now do, but progress in that direc- 
tion can rarely be as rapid as in supplying the home 
market, especially when proteeted against foreign 
competition. 

This, it seems, is likely to make progress in this coun- 
try less violent, as it were, than it has been in the past. 
But if business does net grow by ‘‘ leaps and bounds” 
when it is improving, neither is it likely to fall off in 
the disheartening way that caused such loss and suf- 
fering in 1893 and 1873 and succeeding years. We 
shall only be the better off if the high tide which 
leads to fortune rises less, provided the low tide 
which leads to ruin falls less. 

It is notable that though the inerease in railroad 
earnings of late months has been important in some 
parts of the country, including those where new 
construction was recently most active, there is so 
far very little talk of building new lines; and under 
the circumstances, this, we think, is unprecedented. 
It is, however, an excellent sign. The hundreds of 
millions of dollars that were spent on new lines and 
extensions in the Northwest about ten years ago, for 
the most part without bringing any addition to the 
profits of the companies which built them, may at 
last begin to make some return; but it is not desirable 
for the railroad interest or the public interest that 
there should be any further such waste of capital. 

So far as appears now, the chief field for new rail- 
roads is in what in Germany and Italy take the form 
of light or “secondary” railroads, and in this country 
at present chiefly of electric street railroads, the field 


for each one of which requires more careful consid- 
eration than usually it gets before its construction is 
decided upon. But this is a very big country, and 
there is and will long remain a field for the construc- 
tion of new lines and branches, not to speak of the 
improving of old lines by second tracks and sidings, 
reductions in grade and the replacing of light by 
heavy and permanent structures, etc. Such work on 
our vast network of 185,000 miles may well greatly 
exceed in cost, and still more in efficiency, the con- 
stiuction of lines wholly new. 








An Epidemic of Accidents in Germany. 

There has been an epidemic of railroad accidents in 
Germany of late months which has led to numerous 
very severe Criticisms in the press concerning almost 
everything connected with the railroads and their 
management. On the part of the administration it is 
retorted that most of the criticisms have an insuffici- 
ent basis or none whatever, and in many cases this is 
shown; for the newspaper criticisms there, as in some 
other countries that we have heard of, are very often 
made by men innocent of any knowledge of railroads 
or the art of working them. 

At this distance it is impossible even to guess at 
the actual cause of the recent frequency of aecidents ; 
but it is extremely difficult to charge it to the 
ignorance, negligence and incapacity of the railroad 
officers, for the simple reason that they are the same 
men, for the most part, who have been working 
them for years past, and who from the results of their 
service had won a reputation as extremely care- 
ful, conscientious and intelligent men. Most of the 
criticisms are aimed at the Prussian State Railroad 
administration, which works by far the largest sys- 
tem in Germany and has most of the lines with very 
heavy traffic. It is doubtful if there is any body of 
railroad officers in the world so well informed as 
these, taken as a whole. The administration cer- 
tainly takes more pains than any other known to us 
to learn the best railroad practice in different parts 
of the world. From knowing to doing is a great 
step, certainly, and the rest of the world has not 
usually looked to Germany for models of practical 
efficiency in most industries, though it has made vast 
progress within the last fifty years. But carelessness 
and negligence have never been German character- 
istics. 

We are accustomed in this country to epidemics of 
railroad accidents. In reviewing these causualties 
we often have had occasion to point out how, in cer- 
tain months or seasons, the number has been very 
much greater than the average, and often it has been 
impossible for us to find any sufficient cause for the 
great increase. The German authorities say that 
very many of the recent accidents would not have 
occurred if the regulations had been strictly followed. 
A lapse in discipline, however, seems less likely in 
Prussia than in almost any other country; and it is 
especially difficult to see why discipline should be any 
looser now than it used to be; but we cannot judge 
of that here. 

The German railroad officers seem to be more sen- 
sitive than ours to newspaper criticism, which is 
perhaps natural in view of the fact that they are the 
direct servants of the public. But our railroad men 
will probably recognize the picture which one of 
them gives in the Journal of the German Railroad 
Union of the methods of newspaper criticisms, which 
he says, if well founded, would leave but these alter- 
natives: Either the railroad officers have no desire 
to manage the business as it ought to be managed, 
or their ignorance of general questions affecting 
operation and safety is simply monstrous. They 
don’t know how a station should be laid out, they 
den’t know how the rolling stock should be fitted up, 
nor how much work the employees can do, nor in 
fact anything that they ought to know. ‘‘Butif the 
railroad officers don’t know these things, who does ? 
The public? Certainly not, for it gets its informa- 
tion from the press. So the men who know must be 
the people who write for the newspapers.” This wri- 
ter, however, doubts if these newspaper men can know 
everything by inspiration, and thinks they must go 
to practical men for information before they pass 
final judgment. Here the newspaper man finds dif- 
ficulty. To go to the railroad officers would be to 
look for evidence to the very men who are to be tried 
and condemned. So he resorts to the lower grades of 
employees, who for the most part, on account of the 
limited range of their duties, have no opportunity to 
understand the connection between the various ser- 
vices and appliances, and therefore are likely to form 
erroneous ideas as to the causes of accidents; while 
their judgments may not be founded on the facts in 
the case. Subordinates not unseldom think that they 
know better than their superiors. Almost any switch- 
tender, if pressed hard, feels obliged to confess that 
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his superintendent knows nothing about running 
trains; questioned by a reporter, who recognizes him 
as an expert witness, perhaps he adds, confidentially, 
that the whole management is rotten. Such evidence 
as this, to which more weight is given than to the 
assurances of the responsible head of the manage- 
ment, forms the basis of many a condemnatory ar- 
ticle; and though afterward it may be shown ever so 
clearly that there was no fault in the management, 
some of the mud sticks. 

This is very discouraging to railroad officers. In 
Germany the employees have been especially ready 
to charge the officers with overworking the employ- 
ees, and the average newspaper man is shocked to 
learn that a switchman perhaps has been on duty 
for 17 hours, his informer neglecting to tell him that 
within this perio’ were some intervals of two, three, 
or even four hours, when he had nothing whatever 
to do. The tendency of these numerous charges of 
overworking is to demoralize the lower grades of 
employees, whc are thus taught, as it were, that they 
are excusable :f they neglect their duties. 

The accidents on German railroads, including all 
in the empire except those in Bavaria, are reported 
monthly. In August, the last month reported, on 
the 24,716 miles reporting, which had a train move- 
ment of 18,749,274 miles in the month, there were 35 
derailments, 23 collisions, and 158 other accidents due 
to operation, or 216 accidents of all kinds, an average 
of 1 to every 114 miles of road and every 86,804 train- 
miles. These accidents caused the death of 62 and 
the injury of 162 persons. Of the dead 11 and of 
the injured 64 were passengers; while 35 employees 
were killed and 79 injured. 

In any comparison of these figures with those col- 
lected in this country, it should be remembered that 
the basis for reporting is very different. TheGerman 
roads are required to report all accidents, whether 
they injure any one or not. 








October Accidents. 
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Our record of train accidents in October given in this 
number includes 91 collisions, 68 derailments and 6 other 
accidents, a total of 165 accidents, in which 54 persons 
were killed and 116 injured. The detailed list, printed 
op another page, contains accounts only of the more 
important of these accidents. All which caused no 
deaths or injuries to persons are omitted, except where 
the circumstances of the accident, as reported, make 
it of special interest. 

These accidents are classified as follows: 








Cross- 
But- ing and 
COLLISIONS. Rear. ting. other. Total. 
Trains breaking in two.............. 19 0 0 19 
Misplaced’ switch.........00...sceeece 1 2 2 5 
Failure to give or observe signal... 1 2 7 10 
Mistake in giving or understanding 
GPAOTS.ccecscccccerce peaeiee saeawaasten 0 4 0 4 
MISGGIANGOUS. .<0.0:000006scescessces «one 2 4 18 
NCPR RI IIRIIOME 5 6.0: 0160s ne stn easiante asin ela 9 12 14 35 
WPMD. 2. ods ccdacidts veveaioactaaandas 42 22 27 91 
DERAILMENTS. 
Broken rail......... isisiewacicwas 1) Careless running....... .... 1 
Loose or spread rail......... 1 | Track repairers.............. 1 
Defective switch....... ss... 1] Runaway train.............. 2 
Defective frog ..... ..cccccove DROBO CUB Sacececciunsccieccsis Pe 
Broken wheel ..........ee++- 2} Derailing switch............. 1 
POUGI- OEIC... csi¢scessonee 8 | Animals on track............ 3 
Broken truck .........2..000- St WEASIOUG coo ciccccncevecsscs 
Fallen brakebeam.. . 2 | Malicious obstruction .. ... 2 
Broken car_.... .. . 2} Accidental obstruction... .. 1 
Broken brakeshoe. . 1] Unexplained........cccecccese 25 
Broken parallel rod. ee pe 
Misplaced switch............ 6 68 
Unfastened switch.......... 1 
OTHER ACCIDENTS. 
ry Cae) ty RBPRSODES COR COOPERCE OT CERT CP CCETE CE CCEE EE Perr 
Cars burned: whtle TUNMINE <6 60.65 cesecc sc csecncccscecccnvec 2 
QUROr CANO ss ccicrsgesccccduvncmsccves «sera ereuneecunatedenes 2 
6 
‘Total number of accidents..... ee eaas aeudavanavnta reeCer 165 
A general classification shows : 
Colli- Derail- Other 
sions. ments. accid’s, Total. P. c. 
Defects of road..........++6 4 0 4 3 
Defects of equipment....... 19 19 2 40 24 
Negligence in operating.... 37 13 3 52 31 
Unforeseen obstructions... 0 2 9 6 
UNGXPIAINED «0050650002005 35 25 0 60 36 
POUR <sicsc00se's iasieseecae 91 68 6 165 100 


The number of trains involved is as follows: 
Colli- Derail- Other 





sions. ments. accid’s. Total. 
PasSeNger.....+ --sceececescveereee 1€ E 5 36 
Freight and other.......... RCO e 146 56 1 203 
Watal: scccesens<csoseicceseewsaeas 162 71 6 239 
The casualties may be divided as follows: 
Colli- Derail- Other 
Killed: sions. ments. accid’s. Total. 
Employees........++++++ 12 13 0 25 
Passengers.... on 22 0 24 
Others..........- 0 0 5 
WORE. conc crvcersets codeseesensda 35 0 54 
Injured: 
WimplOVEOS....0+-+--cesccesecsrrsacs 36 25 4 65 
PasseNgers......-+++ ereeeeeeee ances me 34 0 41 
 . . catvcnss seeedenedotesceses 9 0 1 10 
Total.......s000 verve see eeeeeees 52 59 5 116 


The casualties to passengers and employees, when di- 
vided according to classes of causes, appear as follows: 


Pass. Pass. Emp. Emp. 
Killed. Injured. Killed. Injured. 
Defects of road.............. 0 2 1 2 
Defects of equipment....... 2 21 0 6 
Negligence in operating.... 2 8 14 42 
Unforeseen obstructions and 
maliciousness.............. 0 0 1 4 
UBGXPIAINed...06..060 cecces 19 10 9 ll 
MAGN wc caasdvinss edeasucs 24 41 25 65 


Twenty-seven accidents caused the death of one or more 
persons each, and 34 caused injury but not death, 
leaving 104 (63 per cent. of the whole) which caused no 
personal injury deemed worthy of record. 

The comparison with October of the previous five 
years shows: 





1897. 1896. 1895. 1894. 1893. 1892. 

CII os 6 icncitsciecsccs 91 72 60 92 132 96 
Derailments rer 68 62 64 81 116 94 
Other accidents.......... 6 7 7 9 12 6 
Total accidents...... .... 165 ~=141 131 182 196 
Employees killed ........ 25 27 40 25 45 47 
Others killed........... ‘ 29 22 9 19 52 15 
Employees injured ...... 65 55 73 107 140 
Others injured........... 51 34 100 102 188 79 
Passenger trainsinvolved 36 48 40 65 99 

Average per day: 
OUTER 5 isc cekeisacmus 5.32 4.55 4.19 5.87 8.39 6.32 

DM vcucaucans cue eads 1.74 1.58 1.52 1.42 3.13 2.00 
{107 5 Ae ne 3.74 2.8 94 6.74 10.58 5.23 

Average per accident: 
11 See eee 0.33 «0.35 «40.36 40.24 0.37 0.31 
Lt Senn ae 0.70 9.63 1.18 1.14 1.26 0.82 


Of the 24 passengers killed in October, three-fourths 
are charged to the disaster at Garrison’s, N. Y., which 
has already been reported. The cause of this derailment 
can be determined only after a thorough investigation, 
if, indeed, it can then; and although the local coroner, 
the State Railroad Commissioners and an outside en- 
gineer engaged by the railroad company have examined 
the ground and have taken testimony, no report has yet 
been made public. The only public hearings have been 
those of the local coroner, and these have brought out 
no evidence of importance. 

Of the six other passengers killed, but four were on 
passenger trains. 

There was a butting collision between a passenger 
train and a freight on the Canadian Pacific near Stitts- 
ville, Ont., about 5 o’clock on the morning of Oct. 14 in 
which five or six men were killed anda number of others 
badly injured. A westbound freight became stalled on 
a grade before reaching Stittsville and a part of the cars 
had to be left standing on the main track while the for- 
ward part af the train was taken to the station and 
placed on a side track. After these cars had been set 
off, the brakeman who should have remained there to 
stop eastbound trains returned with the engine for the 
rear portion. He claims to have notified the operator to 
hold trains, but the operator claims that the brakeman 
simply said ‘“‘we had to cut to get in,” meaning, as the 
operator supposed, simply that the train was too long 
for one siding and that a portion of it had been put 
on another siding. There wasa dense fog at the time 
and the side track was not visible from the telegraph 
office. The operator is said to be only 19 years old and 
to have been employed at that place only a short time. 

Near Willow Springs, Mo., on the 4th, a locomotive 
struck a wagon containing seven persons and all of them 
were killed; in a similar accident at Indianapolis three 
men were killed at once. In October we had reports of 
two cases, in each ofgwhich} four men walking on the 
track were killed at a single ‘stroke by a locomotive. 
Near Lima, O., there--was a butting collision of hand 
cars in a fog, injuring many of the occupants; and near 
Oldham’s, O.,a hand car fell off a bridge 45 ft. high. 
badly injuring six men, two of them fatally. 

We have accounts of eight electric car accidents in 
October, in which 33 persons were injured. Most of 
these were collisions, but in one case, at Bedford, O., a 
car was run off a derailing switch at the approach to a 
railroad crossing. The motorman, in endeavoring to 
clear a locomotive and save a little time, forgot that 
there was such a thing as a derailing switch at that 
place. Of these eight accidents the worst was a derail- 
ment at Waterloo, Ia., on the 11th, where a car onthe 
Waterloo Electric Railway, running between Des 
Moines and Cedar Falls, was thrown from the track on 
a curve approaching a bridge over the Cedar River. The 
jolting of the car when it left the trackithrew the motor- 
man off his feet and in falling he turned on the full cur- 
rent, which sent the car down an embankment, landing 
it close to the river. Sixteen persons were hurt, and 
one man was thought to be fatally injured. 








The Chicago reporters, discussing the reduction of the 
fare to St. Paul (from $11.50 to $7), predict a continu- 
ance of the war until a rate of $1 shall be reached; and 
as the reporters get a good deal of their inspiration 
from railroad passenger men, we may assume that there 
is a basis of truth for the rumors that some railroads 
are disposed to take much greater liberties with the 
long-and-short-haul law than heretofore. Such rumors 
have come from several places since the Supreme 
Court’s decision in the Troy Board of Trade case, 
and one freight rate in Joint Traffic Association terri- 
tory is definitely reported as ignoring the fourth section. 
And yetthe decision has not by any means abrogates 
the law. Asreportedin our issue of Nov. 12, page 808, 
Judge Shiras simply said that the section was “‘ not so 
stringent or imperative as to exclude in all cases” the 
consideration of competition as a reason for ignoring 
the restriction of the section; and that a railroad need 


not ask authority from the Commission before making 
rates ignoring the restriction. Every railroad is still 
bound, if complained of, to show a good reason for rates 
from A to D lower than those from A toC, and to justify 
the extent of the differences made. This second point of 
the decision, that a railroad may decide for itself 
whether the restrictive clause of the law may beignored, 
is the subject of great wailing on the part of those who 
now spend their time deploring the ‘‘ emasculation of 
the Commission,” but it is based on an explicit utter- 
ance of Judge Cooley himself, away back in the Louis- 
ville & Nashville case in 1887, the first important case de- 
cided by the Commission. Moreover, Judge Cooley 
seems to have declared carriers free to pay rebates, al- 
though, of course, on peril of the consequences, 
i¢ it should turn out that the circumstances 
were not dissimilar; but Judge Shiras in the present 
decision takes occasion to declare that the right of a 
carrier to decide for himself whether competition will 
justify him in disregarding the specific requirements of 
the law, does not apply to the second section (that for- 
bidding discrimination between persons). 








So much for the principles involved. Asto the facts in 
this particular case, the Supreme Court, as is proper in 
an appellate court, simply declares itself ‘‘not con- 
vinced”’ that the lower courts erred. It may be half 
convinced, or almost wholly, but the lower courts, deal- 
ing with the facts at first hand, must have the benefit 
of any doubt, even if it be a small one. To 
railroad men; however, the case is simplified by 
the fact that competition by water was the main 
element that settled the decision. Railroad 
competition existed, and its character and importance 
were discussed, but we find nothing in the decision to 
justify the conclusion that if railroad competition were 
the only excuse, the courts would as readily relieve a 
railroad carrier from the requirement of the fourth 
section. Justice Harlan’s dissenting opinion is not pub- 
lished, but it is reported as being based on the view that 
the majority are nullifying the intention of Congress. 
This probably has reference to the proviso of the 
fourth section authorizing the Commission to givea 
railroad leave, upon application, to disregard the 
long-and-short-haul rule; but the fact that, by this pro- 
viso, a railroad may apply does not by any means com- 
pelit to apply. Congress may have meant to compel, 
but it did not use the necessary words to convey that 
meaning. The changing of this permission to compul- 
sion is one of the principal modifications in the law 
that the Commissioners now want Congress to make; 
and the issues seem to be slowly clarifying. Senator 
Cullom announces that the proposed amendments to the 
law will be presented in Congress as early as possible, 
probably this month, but the prospects, whether of pool- 
ing or of any other amendment, seem to be as badly 
clouded as ever. 








The railroad bond market continues strong and mod- 
erately active. Current transactions are at the rate of a 
million and a half dollars, par value,aday. ‘the prin- 
cipal demand is for the best securities. Brokers find 
difficulty in executing important orders in the less ac- 
tive issues of this class at prices recorded on the last 
previous sale; this is resultiug in a generally higher 
level. The demand for second class issues is less pro- 
nounced, buyers for the most part being investors who 
are taking their purchases from the street. Similar 
procedure was very pronounced last spring before the 
bull market of thesummer. The most which can be 
said of it at this time is that it indicates the growing 
belief on the part of capital in the soundness of Ameri- 
can railroads. Interest centered in the progress of the 
Rock Island plan, which was announced Tuesday after= 
noon. There continues to be considerable speculation 
as to the character of the Union Pacific mortgage. It is 
stated with some show of authority that the reorgani- 
zation committee intends to confine the total issue of 
new 4 per cent. bonds to $87,000,000 and that the amount 
may not be more than $85,000,000. The sum will take in 
Kansas Pacific securities of all kinds, including the gov- 
ernment debt. The specialties in point of strength and 
activity during the week were Atchisons, Kansas & Texas 
4’3 and 2ds, Kansas City, Pittsburgh & Gulf 5’s, North- 
ern Pacific 4’s and 3’s, St. Louis & San Francisco 4’s: 
Texas Pacific 2ds, Wabash ists, Metropolitan Street 
Railway 5’s and most of the granger issues, Anthracite 
coal bonds, as a rule, were weak. 








The Rock Island refunding plan provides for the issue 
of a $100,000,000 four per cent. mortgage. Of this 
amount $61,904,000 bonds will be used to take up out- 
standing bonds, as they can be called for, or as they 
mature, and the balance will be used for the purchase 
of new property and other purposes stipulated in the 
mortgage. ‘The mortgage will be a first lien on the 
property except for the priority of $12,100,000 sixes on 736 
miles of road, maturing in 1917. Speyer & Company 
announce that they have bought about $52,000,000 of the 
new fours, It is understood that with these they 
will retire the $40,394,000 of extension fives sub- 
ject to call at any time at 105; $4,500,000 
debenture fives, also subject to call at 105, and $5,000,000 
of the Chicago & Southwestern firstmortgage sevens, 
which mature in 1899, a total of $49,894,000 par value. 
The premiums required in the conversion will swell the 
amount involved to about $52,000,000. The first mort- 
gage sixes, in amount $12,100,000, cannot be disturbed 
until they mature in 1917, unless the holders su elect. 
At the end of the last fiscal year the outstanding 
bonds of the Rock Island were $62,394,000, bearing a 
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total interest of a little more than $3,300,000, and the re- 
funding now arranged for will give about half a mill- 
ion a year, or something over one per cent. on the 
capital stock. 








Hearings have lately been held by the city authorities 
of New York and Brooklyn on the matter of the proposed 
tunnel of the Long Island Railroad Company under At- 
lantic avenue, Brooklyn, and under the East River to 
some point beneath Maiden Lane and Cortlandt street. 
The reader is aware that this project is designed to give 
a passenger entrance for the Long Island system into 
the city of New York, and that it is the purpose of the 
President and Directors to put on a very trequent and 
fast electric service. The proposal is to put the tunnel 
down so far that it cannot possibly interfere with build- 
ings or any other construction, and so far as we can 
judge, it would be a great public improvement and will 
do no harm to anyone, unless it may be to some compet- 
ing trolley and ferry companies. The project seems to 
be as thoroughly commendable and as entirely unobjec- 
tionable as it well could be, and it is greatly to the public 
interest that it should be facilitated Indeed, no city 
officer can afford to hold it up without making his rea- 
sons absolutely clear to the public. 


NEW PUBLICATIONS. 

Texas & Pacific Quarterly.—The October issue is the 
first number of a publication issued by the General Pas- 
senger Department of the Texas & Pacific Railway at 
Dallas called the Texas & Pacific Quarterly. This is the 
first effort of this kind that has been made, so far as 
we know, by any of the Southwestern railroads. The 
little journal contains a good deal of interesting infor- 
mation, both local and general, and shows the marks of 
intelligent editing. 





TRADE CATALOGUES. 

Crosby Steam Gage & Valve Co.—The Crosby cata- 
logue for 1897 is a solid, & x 9 in., 170 page book, in which 
are carefully described and fully illustrated the numer 
ous gages, valves, indicators, regulators and other 
specialties made by this company. The catalogue wi!l 
be valued by engineers particularly because of its com- 
pleteness and accuracy. Special mention should be 
made of the Crosby mine and draught recorder, which 
is designed for making a continuous record of the pres- 
sure of fluids either above or below theJatmosphere, as or- 
dinarily measured in inches of water. Itisalso useful for 
special purposes, as for determining and recording chim- 
ney draughts. The Crosby indicator, the spring seat valve 
and the various types of well-known recorders are de- 
scribed at some length. The planimeters and recording 
instruments, together with instructions for their use, are 
discussed in the latter part of the book. The closing pages 
are occupied with letters from well-known engineers 
and useful tablesand a complex index. This last-named 
feature is sometimes overlooked or disregarded in cata- 
logues of this nature, much to their detriment. 


Coal Screens and Washers.—The Link Belt Machin- 
ery Co., of Chicago, sends a small special pamphlet 
showing and describing the link belt, shaking screen 
and weigh boxes, and the Luhrig patent picking table 
and patent coal-washing machinery, as made and sold 
by this company. 
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(Continued from page 849.) 
conditions was computed, from which the efficiency of 
the entire plant, including both engine and pump, was 
caiculated. The paper was accompanied by tables 
showing the results of various tests and computations 
when the water was discharged under different condi- 
tions. 





Mr. William Wailace Christie, of Paterson, N. J., pre 
sented a paper on Boiler Tests: Classification of Data 
and Plotted Results, in which be gave by uumerous dia 
grams the results of boiler tests, which have been re- 
corded and by classifying them and plotting these re- 
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sults, determined both the average values and the mean 
values such as shown in Figs. 3 and 4 The average 
results are plotted in Diagrams I., II. and IIIf. It is 
interesting to note that in each of these three dia- 
grams the vertical boiler occupies the lowest and highest 
place as far as evaporative efficiency is concerned, while 
horizontal boilers occupy the middle positions. Dia- 


grams IV. and V. give the results showing the areas of 


most economical performance for horizontal and vertical 
boilers using bituminous and anthracite coal. 


In the paper, A Staybolt Threading Device, Mr. Hart- 
ness describes a means for threading staybolts, which 
consists of placing two screw dies, described above, in 
tandem and threading both ends of the bolt at the same 
time. This insures accurate correspondence in lead. 
Both dies should be of the opening type, but the rear 
die may be a non-opening one. 


The Stevens Valve Gear for Marine Engines, by Mr. 
Andrew Fletcher, is an account of the origin and intro- 
duction of the Stevens valve gear for the beam type of 
marine engines, as contained in two letters of recent 
date from the inventor, Mr. Francis B. Stevens. The 
Stevens valve gear, wherein the cut-off is fixed and the 
speed is controlled by the steam pressure, was first used 
in 1840 on the steamboat Albany. The patents expired 
in 1862. Since the expiration of the patents the gear has 
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been used almost exclusively on all,beam-engine paddle- 
wheel steamboats in the United States. Of late years 
the substitution of the screw, with quick moving en- 
gines and slide valves, hasin great part superseded the 
paddle wheel. 





Mr. David Guelbaum read a paper on The Law of 
Hydraulic Obstruction in Closed Streams, in which he 
arrives at a formula which, expressed in words, says: “‘If 
an obstruction placed within a stream enclosed in a cas- 
ing with an upset is changing its position from the limit 
distance hy to the distance A toward the upset, causing 
thereby a certain variation in the quantity of motions 
of the contracted stream around the obstruction, then 
the difference between the full pressure upon the ob- 
struction and the direct pressure upon it due to loss of 
height only, equals twice the part of the variation in the 
quantity of motion that reacts upon the area of the ob- 
struction, plus acertain constant; pressures and loss of 
height mentioned being those due to presence of ob 
struction only.” 





Mr. Arthur L. Rice described A Wire-Testing Machine. 
This consists simply of a frame made of two uprights 
supporting a spring balance on a top crosspiece. At the 
base of the frame is a pulling gear made with gear 
wheels and a screw, all operated by a hand wheel. The 
apparatus is also supplied with an air dash-pot to pre- 
vent the sudden rebound of the spring balance when the 
specimen breaks. The machine works satisfactorily up 
to its full capacity of 200 lbs. and costs about $32, 


Mr, Charles T. Main presented a paper on the Valua- 
tion of Textile Manufacturing Property, in which heat 
considerable length sets forth the various conditions to 
consider in the valuation of manufacturing property, 
whether it be for the purpose of sale, bonding, insurance, 
condemnation, adjustment of losses by fire, etc. 


Brief mention should also be made of the paper by Prof. 
Wm. S. Aldrich, of Morgantown, W. Va., on Notes on 
Rating Electric Power Plants Upon the Heat Unit 
Standard, the first paper of which was presented at the 
Hartford meeting and reported with discussion in our 
issue of June 4, page 388. The present paper goes a little 
into the details of the subject, and the author draws from 
his investigations some practical conclusions. Among 
other items ke states that anything which tends to in- 
crease the economy of electric power plants along the 
lines which have been clearly marked out in the devel- 
opment of high duty pumping engine plants, mer‘ts 
considerable attention, and it is believed that the heat 
unit standard specifications and the subsequent contract 
trials of pumping plants upon the heat unit basis have 
combined to develop electric railroad plants ina large 
degree. Should there be an extensive discussion on this 
paper we will speak later more in detail in reference 
to the heat unit standard. 

Mr. John B. Mayo, of Brooklyn, N. Y., submitted a 
paper on A Strength of Gear Chart which showed 
graphically the horse powers for cast-iron gears, crt or 
machine dressed, for given velocities, from formule by 


Wilfred Lewis, originally appearing in the American 
Machinist. The publication of this chart would hardly 
be of value to our readers, and those interested will find 
the subject well discussed in the paper. 





Mr. George Richmond, of New York, presented a 
paper on Thermodynamics Without the Calculus. This 
subject should prove of considerable interest to engi- 
neers, and the paper will be published at some length in: 
a future issue, with notes on the discussion at the meet- 
ing. 

Dr. Thurston’s paper on Multiple Cylinder Steam En- 
gines we also hold until the call on our space shall be 
less, in order that we may print it-nearly in full. Mr. 
Geo. W. Dickie’s paper on Auxiliary Engines and 
Transmission of Power on Naval Vessels is also held 
over. 








The Union Electric Semaphore Signal. 





The Union Switch and Signal Company, of Swissvale, 
Pa., has lately designed a semaphore signal to be oper- 
ated by an electric motor, the motor to be placed in a 
suitable box at the base of the post. One of these sig- 
nals is in use on the Michigan Central at Detroit and we 
give herewith illustrations showing its general appear- 
ance and some of the details of construction. Its more 
prominent peculiarities are the metallic post and arm, 
the disposal of the rods inside the post and the placing 
the battery-well beneath the post. From Mr. J. P, 
coleman, Assistant Engineer of the Union Company, 
we have the following account of the different stages in 
the evolution of this signal. 


Until quite recently semaphore signals operated en- 
tirely by electricity have been of doubtful value because 
there was no suitable battery or motor; but small motors 
of high efficiency and primary batteries of low internal 
resistance, free from the wasteful effects of polarization, 
have been developed in the past few years, making the 
problem commercially possible. The best types of these 
batteries, however, are capable of but two or three am- 
peres discharge without a serious fall in their electro- 
motive force. It is, therefore, undesirable that more 
than this amount of current should be drawn from the 
cells under any condition of service, and to avoid this the 
motor of the signal should have such a resistance as to 
prevent a greater discharge through it. A motor which 
uses as a Maximum three amperes of current will require 
a battery of many cells in order to develop the necessary 
energy to operate a signal of the usual type, counter- 
weighted in the usual way, and the cost of installation 
and of maintenance becomes high in consequence. Sem~ 
aphore signals, while fairly well suited to be worked 
manually, are far from well designed to work automat. 
ically, when gravity constitutes the only power by which 
they are moved to danger. 

The first and most important requirement of a signal 
is that it shall invariably show danger when the force 
operating to clear it ceases to act upon it. In the Union 
pneumatic signals a failure in the supply of either the 
compressed air or of the electric current controlling it 
will cause the signal to move by gravity tothe danger po- 
sition. Signals thus operated were, until quite recently, 
of the same construction as those worked manually. 
The friction of the parts was objectionable, but notwith- 
standing this and other drawbacks, fully 2,000 signals 
of this type are in successful operation to-day. But 
each operation of a pneumatic signal represents 
about 14 H. P. of energy, the larger part of which 
is required to operate the heavy counterweight, 
and although one compressor supplies the energy fer 
many signalsand it is found economical to thus operate 
them, a lighter signal is desirable. 

By designing a semaphore signal with connections in- 
side the post, and by eliminating the surfaces which are 
liable tosuffer from snow, sleet, ice and wind pressure, we 
were enabled to materially reduce the counterweight re- 
quired to insure the signal’s return to danger, and there- 
fore to reduce the power necessary to move the signal. 
This change in design produced a post which is light and 
graceful in appearance, and left only the semaphore arm 
and its bearing subject to weather influences. Notwith- 
standing these improvements the signal was yet too 
cumbersome to work by electric power alone, and the 
problem of still further lightening it was taken up and 
solved. 

The chief obstacle to the reduction of the counter- 
weight was the length and areaof the blade, and the 
consequent liability of a heavy accumulation of sleet or 
ice upon its surface. To reduce this we designed a blade 
rore in harmony with the slender post supporting it. 
A further step in this direction was to extend the spec- 
tacle casting, and to so design it as to present as much 
surface as possible to the weather, thereby permitting 
snow and sleet to accumulate upon it with the effect of 
balancing to some extent a like accumulation upon the 
blade. These modifications, coupled with the pivoting 
of the blade to the right of the post’s center, produced a 
blade which, while somewhat smaller than those 
ordinarily used, bears a strong resemblance to them. 
Yet it is much less liable to be retarded in its operation 
by snow, ice or wind. 

Experience with all classes of signals for about 20 
years had impressed upon us the dangers resulting 
from the free and frequent use of paint upon them. 
Numerous instances of improper operations were trace- 
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able to this cause. An ordinary semaphore signal bal- 
anced when new to rest at danger may be and actually 
has been repainted enough in four years to completely 
overbalance its spectacleand back light, so that it 
would show safety when disconnected from its balance 
lever. Wooden blades sometimes break off in service 
and by heavy winds. To meet these faults we have 
made the blade of our new signal of aluminum, as being 
the lightest and most durable metal suitable to this pur 
pose, and we have used colored enamel, carefully applied, 
as a substitute for paint. 
When dulled by service the 
original brilliancy of the 
colors may be restored by 
simple washing. ~ om We 

Furthermore, snow and 
sleet are less likely to adhere 
to the hard smooth surface 
of the enamel than to that 


























pendently of it, while the motor and gearing never oper- 
ate except to clear the signal. The signal movesinstantly 
to danger when the current holding it at clear is inter- 
rupted. This method of operation also enables us to 
operate two or more blades on one post by a single motor 
and set of gearing; that one of the signals only being 
operated whose slot is energized. In the case of a home 
and a distant signal on one post, the home signal is first 
cleared, and the distant signal as soon thereafter as the 
conditions permit. Both may be thrown to danger to- 
gether, or the distant signal independently of the home, 
as is customary and desirable in common practice. 

The magnets of the slots are of very high resistance 
and hold the signal at clear with a current much less 
than that used in any other form of signal, while the 
motor, having no weight to raise other than that ac- 
tually required to insure the signal’s return to danger, 
operates from a 10-volt battery on a current of less than 
two amperes. 

The motor upon clearing the signal becomes idle and 
remains upon an open circuit (the slot holding the signal 
at clear), until the signal is again put to danger by ac- 
tion of the slot magnet. 

This mechanism has been found very simple and re- 
liable in operation. 
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The Union Electrically-Operated Semaphore Signal. 


presented by wooden blades. The flat elliptical section 
was adopted so that there should be no horizontal sur- 
face presented by the upper edge of the blade. 

Another step of importance was to remove the surface 
presented by the extension of the semephere shaft 
through its bearing at the rear for supporting the back 
light. In the new signal the back light is carried by the 
semaphore spectacle on an arm projecting from it to the 
rear of the post; and the semaphore shaft does not pro- 
ject through the bearing in the rear of the post at all. 

Having constructed a signal capable of reliable opera- 
tion with a moderate counterweight, we obtained the 
conditions to operate economically a semaphore signal 
from a reasonable number of cells of primary battery. 
The next problem was toconstructa mechanism which 
would work such a signal under all conditions. Motors 
operating on low electro-motive force and using small 
currents are necessarily of high speed, from 1,500 to 2,000 
revolutions a minute, To transmit this energy to the 
shaft of a semaphore signal so as to turn it through 60 
deg. (to move the signal from danger to safety), could 
be accomplished by directly connecting the shaft of the 
motor with that of the signal by means of one or more 
sets of gear wheels, as in ordinary clock work. As- 
suming that the average time consumed in moviug the 
signal from danger toclear should be about six seconds, 
and that the speed of motors best suited to this werk is 
1,800 revolutions a minute, it follows that the motor 
will make 180 revolutions in clearing the signal. This, 
however, involves only one-sixth of a revolution of the 
signal shaft. A whole revolution would, therefore, in- 
volve 1,080 revolutions of the motor, from which fact it 
is evident that the semaphore shaft revolves with a 
power 1,080 times greater than that of the motors. 

A motor of small size is therefore well suited to this 
purpose, and has ample power to operate a signal in the 
time specified and to overcome unusual resistances in 
its bearings, etc. But on returning to danger, the sig- 
nal, if thus directly connected, must drive backward the 
gearing and the motor, and to do this must have a large 
excess of counterweight over what would be used were 
the gears and motor not operated by it, just as the 
power to overcome resistance is increased in each suc- 
cessive shaft when driven by the motor in clearing the 
signal; so is that power decreased in each successive 
shaft when driven backward. 

Therefore, we have avoided the direct gearing of the 
motor tothe s‘gnal_ Instead, the motor is geared, in a 
similar manner, to a main shaft in the mechanism,which 
is suitably equipped to give avertical upward movement 
to the signal-operating rod. This rod is formes of two 
parts, one attached to the signal and one to the driving 
mechanism, and they are enaged or disengaged by means 
of an electro-magnet, the device forming what is com- 
monly termed an electric slot. By this means of opera- 
tion the mechanism, including the motor, is never 
turned backward, the signal being totally disconnected 
from the gearing and moving to danger entirely inde- 


It will be evident that every step taken in the develop- 
ment of this signai was with a view of reducing the cost 
of its maintenance. Heretofore the aim has been more 
to produce a cheap signal than one cheaply operated. 
We have, as a result, a signal long desired for automatic 
block work that not only far excels the disk signal, but 
one which can be operated at an expense very much less 
than has ever been attained with disk signals. 

We recognize that this signal, though accepta- 
ble to many as having a blade sufficient in size for the 
ordinary requirements of block work, will not meet 
with universal approval in this particular; and though 
we are encouraged by the favorable comments of those 
who have seen it, we are prepared to furnish a signal of 
this design provided with one or two blades of any 
size and style desired. In the design here shown the 
blade is about 8 in. shorier than that of our standard 
manually operated semaphore ; but its bearing 1s at the 
right of the center of the post, so that for all practical 
purposes it is only 3 in. shorter than the older form. 

While the signal is shown as mounted on a pedestal 
which forms a compartment over its foundation, into 
which the batteries are drawn up for inspection or re- 
newals from a well formed in the masonry, it is mani- 
festly possible to mount it otherwise if desired. But 
any resistance in the motor circuit, external to the 
motor itself, is a source of loss, and the batteries should 
be as close to the motor as practicable. Batteries work 
best in a moderate and uniform temperature, hence 
the desire to place them below ground. A_recep- 
tacle is formed in the signal base into which the 
lamp of the signal may be placed by day, and where oil, 
track wires, drills and other repair material may be 
housed and all secured with the batteries by one lock. 

It is manifestly possible to operate this signal either 
normally-clear or normally-danger, but we must adhere 
to our advocacy of the normally-clear plan as being the 
simplest in construction, the most reliable in operation, 
the one most readily adapted to traffic conditions and to 
unusual track situations, and the only one by which in- 
spectors can see the conditions of the signals of adjacent 
tracks from the rear of trains. From the method by 
which they operate, normally-danger signals cannot be 
made to conform to the rule that every failure should 
put the signal in the danger position: and the inability 
to determine whether a signal's movement to clear is 
due to the approach of a train or to a failure of the 
apparatus is as undesirable as it is unavoidable. 








Additions to the Niagara Falls-Buffalo Transmission 
Plant. 


The power transmission line from the Niagara Falls 
power house to Buffalo is being increased, the demand 
tor power from Buffalo having extended beyond the ca 
parity of the wires already in us. An order for 
three new cables to be strung on the present poles, as 
well as for additional transformers, has been placed with 


the General Electric Company. The cable will be insu- 
lated to stand the ultimate pressure of the line, of 22,000 
volts, and is tested under a considerably higher pressure 
before leaving the works. Twenty-four thousand feet 
of this cable will be used at first for that part of the 
transmission line within the city of Buffalo. The order 
for increasing transformers covers seven of similar size 
and design to the three already installed in the trans- 
former house of the Niagara Falls Power Co. Each of 
these 10 transformers has a capacity of 1,250 H. P., mak- 
ing a total step-up transformer capacity of 10,000 H. P. 
They are of the- air-blast type, and will stand 
in rows of four upon the air-tight chamber, 
whence the air is forced through the ventilating 
spaces in the transformers. It will be remembered 
that the two-phase current at 2,200 volts passes from the 
5,000 H. P. generators in the power house to the trans- 
formers. In these it is not only increased in pressure 
but changed in phase, the current issuing from the 
transformers three-phase current at 11,000 volts. This 
pressure will be adopted until it becomes necessary to 
increase it, when it will be doubled and be delivered to 
the transmission lines at 22,000 volts. On its arrival in 
Buffalo it will be delivered to the step-down transform- 
ers of the Cataract Power Conduit Co., which con- 
trols its distribution there. The electricity will be 
transformed down to different pressures for distribution 
over a city network to different points for a variety of 
purposes, being used directly in induction motors. 

Several step-down transformers will also be placed in 
the station of the Buffalo General Electric Co., and 
from these, three-phase current, converted into direct 
current in rotary converters, will be utilized for light- 
ing purposes and for small power. 

The Buffalo Railway Co. is also increasing its step- 
down transformer and rotary converter capacity in its 
Niagara street power house. In addition to the two 
590 H. P. converters already in operation, two others of 
similar capacity and construction are to be installed. 
These will bring the total converter capacity in the sta- 
tion up to 2,000 H. P. Tosupply these necessitates the 
installation of three additional step down transformers, 
and in the transformer house between the station and 
the canal. These will be of about the same capacity as 
the three already there—each of 275 KW., reducing 
three-phase current from about 10,500 volts to 375 volts 
for delivery to the alternating current side of the rotary 
converters, in order that it may issue direct current at 
550 volts, at which pressure it is delivered to the bus 
bars of the station switchboard. 








Foreign Railroad Notes. 


Aug. 24 last contracts were let for 400 new locomotives 
for the Prussian State Railroads. The contracts were 
awarded to eight different works, three of which have 
enough to keep them busy till the end of next year. The 
average cost appears to be about $12,000 per engine. 





A “north and south” express train is to run this com- 














Union Electric Semaphore—Base of Post. 


ing season between. Berlin and Naples, passing by 
Leipsic, Munich and Inspruck. It will have only first- 
class cars and the fare will be more than the ordinary 
first-class fare. 

The Hungarian government contemplates giving out 
contracts for 370 locomotives, 1,130 passenger and con- 
ductors’ cars and 7,000 freight cars, to be delivered at 
intervals within the next five years, 
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Reed Recording Scales. 





The illustrations represent the Reed recording attach- 
ment, a simple device which can be attached to any rail- 
road scales now in use to regiser the weight. With this 
arrangement there is no chance for mistake in taking 
the weight from the beam, since the attachment 
does it. Fig.1shows a railroad scale beam, with the 
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hand steelor iron railroad bridge, in good condition, 
206 ft. center to center of end pins and not to exceed 17 
ft. center to center of trusses. They must be capable of 
carrying two 66-ton engines with a train weighing 
2,500 lbs. per lineal foot of bridge. 

The Davis & Egan Machine Tool Co., Cincinnati, re- 
ports a continued improvement in both home and 
European trade, with a good demand from England for 
American tools. The new 
addition to the plant is run- 
ning full and the company 
is working 1244 hours a day, 
and in several departments 
all night, 

Mr. Sonnenberg, of S. 
Solomon & Co., of Port 

de ‘gE Elizabeth, South Africa, 
E0000 ‘90000 . .e will be in New York shortly. 
a TT vey Ny We 






We understand that his ob- 
ject in visiting this country 
is to place some orders for 
electrical machinery. 

Willis Shaw, contractors’ 
machinery, Chicago, IIl., re- 
ports the following recent 








Fig. 1.—The Reed isnt Attachment. 


attachment in place. Placed in the beam at intervals 
on an incline corresponding to lines upon a card are six 
puncturing pins. The large poise is provided with a 
card holder, the only extra movable part over that of an 
ordinary beam, while the small poise has a brass casting 
and a puncturing pin, which extends back of the card 


sales: 75 H. P. double-drum 
mining hoist to J. D. 
Hardin, Deadwood, S. Dak.; 
quarry machinery to the Mitchell Lime Co., of Mitchell, 
Ind.; 80 H. P. air compressor to the ‘‘Soo’’ Line, Minne- 
apolis; hoisting machinery to the Big Four Railroad at 
Ludlow Falls, O; steam tug to James Stewart & Co., of 
St. Louis; two locomotives and an equipment of Shaw 
dump cars to Vandegrift & Jacobs, for use on the Duluth 
le, & Iron Range Railroad; 75 H. P. min- 
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The Standard Scale & Supply Co. Limited, Manufacturers, 


Fig. 2.—Card Used with Reed Recording Attachment. 


holder. When weighing a load a card, graduated as 
shown in Fig. 2, is placed in the card holder. After the 
beam is balanced the holder is pressed toward the beam 
and the recording pins puncture the card. Thus one 
movement records the total weight of the load, and that 
in less time than by reading from the beam, At the 
same time a record is obtained which can be referred to 
at any time. This attachment is made by the Standard 
Scale & Supply Co., of Pittsburgh, Pa., and is now in 
use at a number of steel and iron works. 








Concrete Signal Foundation with Iron Top. 





On the Chicago & Alton Railroad, foundations for sig- 
nal connections are now being made of concrete, with a 
cast iron top, and the engraving shows a section of such 
a foundation, together with plan views giving the di- 
mensions of the iron plate. The manner of placing the 
plate and of fastening it to the foundation will be rea !- 
ily understood by reference to the drawing. Both the 
plate and the plank fixed to the top of it may be readily 
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Concrete Foundation for Signal Connections, 


removed in case of need. Mr. Slattery, Foreman of In- 
terlocking, introduced this style of foundation several 
months ago and thus far he is much pleased with it. 
The iron plate is ,’,,in. thick and the ribs which pene- 
trate the concrete are 1}} in. long and ‘4 in. thick at the 
thickest part. The right hand diagram shows a plate 
with holes suitable for supporting a crank stand, and 
the left-hand shows one designed for a compensator. 

For the drawings we are indebted to Mr. Riley, Gen- 
eral Roadmaster at Bloomington. 








TECHNICAL. 


Manufacturing and Business. 
The Gulf & Brazos Valley Railroad, W. A. Squires 
President, Henrietta, Tex., is in the market for 40 miles 





of relaying rails, not less than 56 lbs.to the yard, with 
fastenings aad bolts. 

George H. Webb, Room 6, Pennsylvania Station, Cin - 
cinnati, O., isin the market tor two spans of second- 


ing hoist for the Great Eastern Gold 
Mining Co., of Deadwood; 50-ton steam 
shovel to the Marion Brick Works, at 
Marion, Ind., and a carload of 
hoisting engines to Major Harrod, of 
the New Orleans Drainage Commis- 
sion. 

The Pyle National Electric Head- 
light Co., Monadnock Block, Chicago, 
reports an increasing business during 
the last few months. - This company 
has recently received orders for 30{electric headlights for 
the Kansas City, Ft. Scott & Memphis Railroad, and a 
shipment of seven headlights has just been made to the 
St. Louis Southwestern, which is equipping its passenger 
engines with electric headlights. Pyle-National elect ric 
headlights have been specified for four engines ordered 
from the Baldwin Locomotive Works by the Texas & 
Pacific. We understand that the Cincinnati, New 
Orleans & Texas Pacific has adopted the electric head- 
light as its standard. 

The Missouri Car & Foundry Co., of St. Louis Mo., 
has acquired the plant of the Madison Car Co., at Madi- 
son, Ill., which will hereafter be operated as part of the 
Missouri Car & Foundry Co. Some departments will be 
started at once, and all departments as soon as necessary 
orders are received. This will give employment toa 
large number of men. 


De Fries & Co., of Berlin and Dusseldorf, Germany, 
have established a branch store at Vienna, Austria. 
They will sell machine tools made by the Davis & Egan 
Machine Tool Co., of Cincinnati,O. The branch store 
will be in charge of F. H. Reime. 

The Chicago & Northwestern has given orders for its 
new bridge at Winona, Minn., over the Mississippi 
River, to the Detroit Bridge & Iron Works for the super- 
structure, and the Vulcan Iron Works, of Chicago, for 
the operating machinery and the turntable. The Vul- 
can Iron Works advise us that this will make the eighth 
drawbridge across the Mississippi River for which they 
have furnished machinery. 

Fitz-Hugh & Co., Monadnock Building, Chicago, III., 
are offering for sale the standard gage (simple and com- 
pound) locomotives used as motive power on the Lake 
street elevated road of that city before it was changed to 
electricity. The engines weigh from 56,000 to 60,000 Ibs. 
and are equipped with Eames vacuum brakes. 


New Stations and Shops. 
The Chicago, Indianapolis & Louisville expects to build 
a six-stall engine-house at Bedford, Ind. The contract 
has not yet been let. 

The Florence & Cripple Creek Railroad has begun build- 
ing a new station at Victor, Colo. The structure will be 
triangular in shape, 70 ft. long by 70 ft. in width at the 
widest point, with a tower 60 ft. high, surmounted by a 
copper dome, on which will be a bronze figure of Mer- 
cury. The material to be used in the building will be 
white stone, relieved by trimmings of a darker hue. 
The ground floor will be used for waiting rooms, ticket- 
offices and baggage and express rooms, and the second 
floor for the offices of the company. The architect is 
H. T. E.. Wendell, of Denver. 

Part of the car shops of the West Shore Railroad at 
Weehawken, N. J., was destroyed by fire Nov. 28. The 
loss is estimated as $10,000. 

Work on the new shops of the Peoria & Eastern at 
Urbana, II1., is progressing rapidly, the foundations for 
the shops being in, and the new roundhouse practically 
under roof. All of this work is being substantially 
done, and the total cost will be, it is estimated, about 
$300,000. An electric turntable is one of the improve- 


ments, and it is expected that the cost of turning en- 
gines in the new way will be about one cent for each 
turn. Plans and a description of these shops were pub 
lished in the Railroad Gazette Sept. 24. 

Armor Plant Plans. 
According to the plans to be submitted by the Naval 
Board to the next Congress, a plant has been designed to 
cost $3,747,912 and have a capacity of 6,000 tons of 
armor a year. 

Launching of the Australia. 
On Nov. 27, the large lake carrier Australia was 
launched from the yards of the Chicago Shipbuilding 
Co.; South Chicago, the barge being almost a duplicate 
of the Amazon recently completed at the same works: 
The Australia isa towing schooner and will carry no 
sails. The dimensions are: Length over all, 388 ft.: 
keel, 376 ft.; beam, 48 ft.; depth, 26 ft. The barge is 
fitted with an electric light plant, steam pump, steam 
winches, steering gear and heated by steam. The carry- 
ing capacity is 6,500 tons, and the owner is James Corri- 
gan, of Cleveland. 
Bridge Materials for Japan. 

The Pencoyd Iron Works (A. & P. Roberts Co.), Phila- 
delphia, Pa., have received a contract to furnish 3,800 
tons of bridge materials for the Imperial Government 
Railways of Japan. 
Electric Lighting of Cars on the New York Central. 
The twenty-one new cars recently built by the Wagner 
Palace Car Co., for the New York and Chicago limited 
trains over the New York Central and the Lake 
Share are now in service, on the 24 hour trains 
which leave New York at 5 p. m. and Chicago at 
5:30 p. m. These trains have electric lights through- 
out. The current is furnished by a dynamo carried 
in the baggage compartment of the buffet car, 
and Gibbs’ coupling, wiring and berth lamps are used. 
These trains now have an observation car at the rear, 
and have ali the fashionable accessories; a ladies’ maid, 
a stenographer and typewriter and a barber. The cars 
have wide vestibules. In most of them the interior dec- 
oration is of Colonial design, and the woodwork is of 
English oak, satin wood, white mahogany, Circassian 
walnut and other rarekinds. The dining cars are divided 
into compartments, separated by partitions and por- 
tieres,so that parties of two or four persons can have prac- 
tically a room to themselves. Some of the sleeping cars 
also have sections separated by partitions, so as to «give 
‘* nearly the same exclusiveness as in the case of a state 
room.” There are libraries both in the drawing-room. 
car and the smoking-car. The barber-shop, bath-room 
and baggage compartment are grouped together in the 
forward car. In the compartment sleeping-cars the dif- 
ferent rooms are finished in different kinds of wood and 
in these and all the cars the draperies and upholstery 
harmonize in color with the woodwork 








THE SCRAP HEAP. 
Notes. 

The Chicago & West Michigan now uses gates on all 
passenger cars and requires passengers to show their 
tickets on entering. 

The Lake Shore & Michigan Southern has placed the 
management of its dining-car service in the hands of 
the Wagner Palace Car Co. 

A press dsepatch from San Francisco says that the 
California State Board of Health will require sleeping 
cars coming into the state to be disinfected with for- 
maldehyde every trip. 

The Missouri Pacific has restored the pay of the em 
ployeesin the general offices at St. Louis to the basis in 
force previous to the reduction made in 1893, which re- 
duction was about 10 per cent. 

At Algiers, La., on the afternoon of Nov. 19, a large 
block of earth slumped into the Mississippi River, under- 
mining the station of the New Orleans, Fort Jackson & 
Grand Island Railroad. The damage was about $15,000 
A number of passenger cars were saved only by their 
very prompt removal to a place farther from the river. 

Dock No. 4 of the Chicago & Northwestern Railway 
at Escanaba, Mich., was destroyed by fire on the night 
of Nov. 29. There wasa large quantity of lumber on 
the dock, which was burned up, together with 31 ore 
cars, and the total loss to the company is estimated at 
$150,000, The fire started in the hold of the steamer 
Nahant, which was damaged to the extent of $40,000. 
A deck hand and a fireman were burned to death trying 
to save the vessel. 

Press despatches from Seattle Nov. 26 report that the 
track of the Everett & Monte Cristo has been very badly 
damaged for more than 30 miles by the flood in the Stilla- 
quamish Canyon. The water was higher than was ever 
before known. For distances of miles the water was so 
deep that there wasa powerful current many feet higher 
than the track, and the rails and sleepers were all 
washed off the roadbed. The flood poured through 
tunnels and completely cleared them of ballast; and, 
according to the veracious observers, of rails and sleep 
ers also. 

Judge Sanborn in the United States Court at St. Paul 
has heard in Chambers the petition of the employees of 
the Union Pacific foran order giving them representation 
on the Board of Trustees of the hospital department 
and has confirmed the report of the Master in Chan- 
cery denying the prayer of the petitioners. It appears 
that the question was not gone into on its merits, the 
judge deciding that it would have to be reconsidered at 
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a future date on account of the change of ownership of 
the railroad. The report in the newspapers, that the 
court had ordered the hospital fund discontinued and 
the money redistributed to the employees who had con- 
tributed, seems to be unfounded 


Steamship Line to India. 

The steamer Sahara, which will sail from New York 
Dec. 5 for Aden, Bombay, Calcutta and other ports, will 
oe up a new regular line between America and India. 

eretofore only transient steamers have directly con- 
nected the two countries. The Sahara will carry as part 
of her cargo a shipment of rails rolled for India by the 
Maryland Steel Co. 


Steel Barge Line. 

The meeting of the joint committees appointed by the 
Merchants’ Exchange and the Business Men’s League, 
of St. Louis, was held in that city Nov. 26 for the pur- 
pose of formulating plans for establishing a line of steel 
barges between St. Louis and the Gulf. The sub-com- 
mittee, consisting of Messrs. Henry Langenburg, S. 
M. Kennard, Murray Carleton, J. H. Lichberger and 
Henry S. Potter, was appointed to draw up detailed 
plans for the organization of acompany and the opera- 
tion of the barge line. 


A Submarine Boat. 

On Nov. 20 a trial of the Lake Submarine boat Argo- 
naut was made in the Patapsco River, at Baltimore. 
The trial lasted about two hours. during which the boat 
ran about four miles, and was submerged and allowed to 
rise a number of times. The boat is built of steel, and is 
mounted on wheels, to the front pair of which a motoris 
connected so that it may move on the bottom. Itis 
divided into four compartments, and will carry acrew of 
six men. 


A New Southampton Record. 

The North German Lloyd steamship Kaiser Wilheim 
der Grosse, when she arrived out on Nov. 29, completed 
the fastest trip made from this port to Southampton, 
her time from the Sandy Hook Lightship to the Needles 
being 5 days 17 hours and 8 minutes, an average of 22.35 
knots an hour. This is better by 17 hours and 6 minutes 
than the best previous eastward record, that of the 
American liner St. Louis, made in September last. The 
daily runs were 401, 520, 513, 528, 525, 507 and 71 knots. 


The Nicaragua Canal. 

It is now stated that the Nicaragua Canal Commission 
will sail from New York next Sunday on the gunboat 
Newport. The departure of the party has been delayed 
by the resignation of Mr. Shunk, who was selected as 
Chief Engineer. Mr. E. S. Wheeler, of Sault Ste. 
Marie, Mich., has been appointed to that position. Mr. 
Wheeler was for many years on the Survey of the Great 
Lakes and has had much experience in hydrographic, 
geodetic and topographic work. A party of about 60 
engineers, draughtsmen and assistants will sail on the 
Newport. 

The Walker Manufacturing Company. 

It is quite obvious that the Westinghouse Electric Co., 
the General Electric Co., and Mr. Sprague’s new com- 
pany are not to have all the work that is bound to come 
from the great expansion of the uses of electricity. Last 
week we announced the rumor of the sale of the Walker 
Company; this is now confirmed. The capital stock and 
the bonds of the company, amounting to $2,500,000 of 
stock and $1,500,000 of bonds, have _ Sows bought b 
Messrs. Roswell P..Flower, J.W. Hinckley, Anthony W. 
Brady and Perry Belmont, all of New York. One of the 
principal owners was Mr. Perkins, of Cleveland; he has 
sold out. Mr. S. H. Short, Vice-President and Chief 
Engiveer, has also sold out his stock, but he remains in 
She service of the company. 


The Report of the Secretary of the Navy. 


The report of the Secretary of the Navy is doubtless a 
considerable disappointment to those who wish to see 
shipbuilding go on regardless of the state of the Treas- 
ury. The Secretary recommends one battleship for the 
Pacific Coast and a few torpedo boats and torpedo boat 
destroyers. He recommends further, however, a great in- 
crease in docking facilities ani that the —_a works 
be begun at once, the cost of which, he says, will be less 
than that of one additional first-class battleship: One 
dock, at Boston, for the largest ocean going vessels; one 
at Portsmouth, N. H., suitable for the use of the Navy 
Yard there; repairs and enlargements to Dock No. 2 at 
New York, to accommodate the largest battleship; 
widening of the timber dock at League Island; length- 
ening of the dock at Norfolk to take in anything —— 
the largest ships; at Algiers, N. C., a steel floating dock, 
and at Mare Island afirst-class dock as soon as the depth 
of water—now 20 ft.—is increased to the draft of large 
ships. He recommends further the purchase of a suit- 
able tract of land near New York whereon to establish 
a naval magazine, and he recommendsalso that the post- 
graduate sea service of cadets be reduced to one year in- 
stead of two, as at present. This would add immediately 
37 officers to the list, and the number of officers is 
<7 inadequate. An increase in enlisted men is also 
urged. 


Laying Deep-Water Cable. 

On Nov. 26 a number of men interested in telegraphy 
and ocean cables boarded the Mackay-Bennett to wit- 
ness the laying of an ocean cable to connect the Coney 
[sland cable with Sandy Hook. The entire process was 
watched with considerable interest and the splicing of 
the cable was probably the most interesting part of the 
process, although this part of the operation could not be 
watched by the visitors inasmuch as precautions were 
necessary to exclude all moisture while uniting the 
stranded ends of the two cables. Afterthis part of the 
work had been completed and the spliced parts thor- 
oughly insulated, the cable was run out from the bow 
much to the surprise of many who shared in the com- 
mon belief that the cables were run out from the stern. 
It required but 55 minutes to lay five miles of wire. 


British Locomotive Exports, 

The October exports of locomotives from Great Britain 
showed a marked contraction. The value was about 
£51,000 as compared with £94,000 in October, 1896, 
and £105,000 in October, 1895. The total value of engines 
exported for the first 10 months of this year was £907,000, 
somewhat more than in the same period of 1896, and 
£187,000 more than in the first 10 months of 1895, The 
largest deliveries were to British India and the next to 
Australasia, and then followed South America and 
British South Africa in the order named. 


Kentucky and Tennessee Railroad Taxes. 

The State Railroad Commissioners of Kentucky have 
completed their assessment of railroad property for taxa- 
tion. The total valuation amounts to $43,550,876, which 
is about five millions Jess than last year. The decrease, 
however, is accounted for by the omission of certain 


bridges across the Ohio River which are not used 
wholly for railroad purposes, and the aggregate valua- 
tion of the railroads is actually about $250,900 more than 
last year. In Tennessee the State Railroad Commission- 
ers have reported a valuation. and it has been approved 
by the State Board of Equalization, which is said to be 
7 per cent. greater than the last preceding valuation. 
It will be remembered that the State Commission of 
Tennessee is a new Board. The assessment was formerly 
made by another body. The principal railroads of Ten- 
nessee have secured from the United tates Circuit Court 
a temporary injunction restraining he Board of Equal- 
ization from certifying the assess}ment. 


Brown’s Discipline on the Rock Island. 

On the Chicago, Rock Island & Pacific, from Oct. t, 
1896, to Oct. 1, 1897, the first full year of discipline with- 
out suspension, the number of men receiving demerit 
marks was about the same as the number suspended in 
the last preceding year. From the Topeka Journal we 
learn that during the year reported the number of men 
employed (in the departments where this plan is applied— 
enginemen, firemen, trainmen, yardmen and telegraph 
operators) was 16.43 per cent. larger than the preceding 
year, and that the number disciplined increased 17.53, per 
cent., making the actual increase in the number discip- 
linedabout one per cent. It is said that the employees as & 
whole now look upon the new plan with favor and that 
this percentage record confirms them in their favorable 
opinions, Of the total number of men employed in the 
departments named, 78.25 per cent. received no demerit 
marks whatever during the year; and, under the regu- 
lations, each man with this clear record receives 20 merit 
marks. The Rock Island invites suggestions from all 
employees, concerning the conduct of their work, and a 
considerable number of employees have received merit 
marks during the year for accepted suggestions. 
Disastrous Collisions in Europe. 

A press dispatch of Nov. 24 reports the killing of 10 
persons, and the injury of a large number, by a colli- 
sion of railroad trains during a dense fog, at Tarbes, in 
Southern France. 

At Warsaw, Russian Poland, on Nov.{30, a freight 
train ran into the rear of a passenger train standing at 
the station, killing 11 persons and injuring 22 others. 


Fast Run on the Union Pacific. 

Press dispatches from Omaha Nov, 29 report that 
the fast mail train of the Union Pacific, having been 
detained by a fire at Medicine Bow, had run from 
Cheyenne to Council Bluffs, 519 miles, in 559 min- 
utes, equal to 55.7 miles an hour. All the regular 
stops were made and there were delays due to the 
bursting of a hose and to the presence of a freight 
train on the main track at Omaha. The average run- 
ning time, excluding stops, is said to have been 62.5 
miles an hour. From Grand Island to Ames, 100 miles, 
the running time, exclusive of stops, was 88 minutes, 
equal to 68 miles an hour. 


Smothered in the St. Clair Tunnel. 

A press dispatch of Nov. 29 says that three men were 
killed by gasesin the St. Clair tunnel the preceding 
night. They were the runner of a tunnel engine, a con- 
ductor and a brakeman. A train broke in two and the 
engine backed down to pick up the portion left in the 
tunnel. A long time passed and a searching party was 
sent in and found the three men dead and saved the fire- 
man and another brakeman, who were unconscious. 
Three men of the searching party were also overcome by 
gas, but were rescued 








LOCOMOTIVE BUILDING. 


The Evansville & Richmond has placed an order with 
the Baldwin Locomotive Works for three eight-wheel 
passenger engines. 


The Coast Railway Co. of Nova Scotia, Ltd., will ask 
bids early in January or February on one locomotive for 
June, 1898, delivery. 


The Louisville, Henderson & St. Louis Railroad has 
placed an order with the Pittsburgh Locomotive Works 
for two locomotives. 


The Long Island Railroad will send out specifications 
witbin one week for five American-type locomotives, to 
have 18 x 24-in. cylinders. 


The Union Stock Yard & Transit Co., of Chicago, 
has placed an order with the Schenectady Locomotive 
Works for two switching locomotives, 


The Iowa Central has placed an order with the Bald- 
win Locomotive Works for the two six-wheel switching 
locomotives referred to in our issue of Nov. 19. 


The Cleveland, Cincinnati, Chicago & St. Louis has 
placed an order with the Brooks Locomotive Works, 
of Dunkirk, N. Y., for six switching locomotives. 


The Atchison, Topeka & Santa Fe has placed an or- 
der with the Dickson Locomotive Works, of Scranton, 
Pa., for five consolidation locomotives. They will have 
21 x 28 in. cylinders and 57-in. drivers. 


We understand that the Chicago, Burlington & 
Quincy, which asked for proposals on 235 locomotives 
several weeks ago and subsequently ordered six Class H 
moguls built at its own shops, three at Aurora and three 
at Burlington, has again taken up the consideration of 
placing orders for the 25,"provided satisfactory prices 
can be obtained. 


In our issue of Nov. 19 we referred to newspaper dis- 
patches from St. Petersburg to the effect that the Rus- 
sian government would place orders abroad for 400 
locomotives. We now learn that an engineer, repre- 
senting the Russian government, will probably reach 
the United States within three weeks with specifica- 
tions for the new locomotives, 


In our last issue we referred to an order for four 
mogul locomotives placed by the Pittsburgh, Bessemer 
& Lake Erie Railroad with the Baldwin Locomotive 
Works. This same road has: placed orders for four 
more locomotives with the Pittsburgh Locomotive 
Works, of Pittsburgh, Pa., and for two with the 
Brooks Locomotive Works, of Dunkirk, N. Y. 


The Baldwin Locomotive Works have sold to the In- 
tercolonial Railway of Canada the locomotive exhibited 
at the!World’s Fair, at the head of the Pullman’s Palace 
Car Co.’s train, as the Columbus, and subsequently ex- 
hibited at Atlanta, and there named Atlanta. The en- 
gine is a 10-wheel Vauclain compound with 24 and 14 x 
24-in. cylinders and 72-in. drivers; total wheel base 27 ft.; 
driving wheel base, 15 ft. 4 in.; weight, total, about 
131,000 lbs.; weight on drivers, about 93,000 Ibs.; boiler, 60 
in. in diam., with 236 tubes, 2in.indiam. and 13 ft. 6 in. 
long; firebox, length, 78,', in.; width, 343g: in., and tank 
capacity, 3,600 gals. 


-with a grate surface of 33.43 sq. ft. 


In our issue of Nov. 12 we referred to an order given 
by the Grand Trunk for 18 locomotives, four moguls and 
four 10-wheelers to the Schenectady Locomotive Works, 
and six moguls and four 10-wheelers to the Baldwin 
Locomotive Works. These are for delivery in January, 
1898, and will have 20 x 26-in. cylinders. The passenger 
engines will weigh, in working order, 156,000 lbs. and 
have 68in. (outside diam.) driving wheels and 33 in. 
truck wheels. The moguls will weigh, in working order, 
148,000 Ibs. and have 62 in. (outside diam.) driving wheels 
and 37-in. truck wheels. Both types will have extended 
wagon-top boilers, with outside diameter at smallest ring 
62 in.;boiler covering of wood covered with asbestos mew 
firebox, toboggan, top of frame, length 120 in., width 43 
in., depth 26 in.; 300 tubes, 2 in.indiam. The heating 
surface of the passenger locomotives will be: Tubes, 
2,225.25 sq. ft.; firebox, 184.25 sq. ft.; total, 2,409.50 sq. ft., 
The heating surface 
of the moguls will be: Tubes, 1,742.25 sq. ft.; firebox, 
184,25 sq. ft.; total, 1,926.50 sq. ft.. with 33.43 sq. ft. of 
grate surface. The driving wheel centers will be of cast 
steel, leaders and trailers cast iron. Tires will be of 
American type and the engine truck wheels wiil have 
cast-iron centers, steel-tired, Mansell retainers, of Ameri- 
can make. The tenders will have eight 33-in. wheels; tender 
frame, 10-in. channel iron; tank capacity, 4 500 gals. The 
locomotives will burn bituminous coal and have a work- 
ing pressure of 200 lbs. and be equipped with bronze 
bearings, Westinghouse air-brakes, metallic brakebeams 
and Westinghouse train signals. The slide valves will 


be Grand Trunk standard. 


The Rogers Locomotive Co., of Paterson, N. J., has 
just received an order to build 11 eight-wheel passenger 
and four mogul locomotives for the Sanyo Railroad of 
Japan. These will be 3 ft. 6 in. gage, and the former 
will have 15 x 22 in. cylinders, and a total weight of 75,- 
000 Ibs. with 50,000 lbs. on the drivers; drivers 60 in. (out- 
side diam.) with cast steel centers; truck wheels, 28 ia. 
diam., steel tired, cast steel centers; journals, driving 
axle, 7 x 9 in., truck axle, 5 x 9in.: boiler, radial stay, 
extended wagon top, 48 in. in diam. outside at first 
course; tubes, 170, brass, 134 in. outside diam.; firebox, 70 
in. long, 27 in. wide, with 56 in. depth of front and 48 in. 
depth of back. The firebox will be copper, with copper 
staybolts, 1 in. in diam. and cast iron rocking grate and 
drop plate; heating surface, firebox 80.2 sq. ft., tubes 
856 sq. ft., total 936.2 sq. ft.; grate area, 13.2 sq. ft. The 
engines will burn bituminous coal and have a workin 
steam pressure of 1701lbs, The tender will have a tan 
capacity of 2,300 gals.; coal capacity, 3'4 tons; frame, 
channel steel and steel plates, trucks, four wheels under 
back end, single pair front, steel tired, 33 in. diam.. cast- 
iron centers, with 444 x 8in. journals. The freight en- 
gines will have 16 x 22 in. cylinders, with a total weight 
of 89,000 Ibs., with 75,000 lbs. on the drivers; driving 
wheels, 54 in. diam.; truck wheels, 291¢ in. in 
diam., with cast steel centers and steel tires; journals, 
driving axle, 7 x 9in., truck axle, 5 x 9 in.; boiler, 
straight, radial stays, 56 in. in diam. outside at 
first course; tubes, 200, brass, 134 in. outside diameter; 
firebox, length 824 in., width 27 in., depth, front, 57 
in., back 47in. The firebox will be copper, with copper 
staybolts 1 in. in diam., and have a rocking grate, finger 
pattern, and drop-plate. Heating surface, firebox, 
84.7 sq. ft.; tubes. 1,008 sq. ft.; total, 1,092.7 sq. ft. Grate 
area, 15.4sq.ft. The tender will have a tank capacity 
of 2.300 gals.; coal capacity, 3144 tons; frame, channel 
steel; trucks, four wheels under back end with single 
pairin front, 33in. in diam., steel tired, cast-iron centers, 
and journals 44% x8 in. Both types have steel cabs, 
American type, with buffers and couplers of the 
English type. The brakes will be English automatic 
vacuum on the driving and tender wheels, in addition to 
hand brakes. The finish of the locomotives will be plain 
and somewhat on the English style, with neither bell nor 
pilot, and buffers with right and left screw couplers and 
hookson front of the engine and back of the tender. 








CAR BUILDING. 


The Indiana Tank Line is in the market for 10 tank 
cars 

The Chicago, Milwaukee & St. Paul is taking bids on 
1,500 box cars, for delivery next summer. 

The Indianapolis Car & Foundry Co. is building 100 
freight cars for the Alton Terminal Railroad. 

The Barney & Smith Car Co., of Dayton, O., is build- 
ing 37 cars for the Dayton & Union Railroad. 

The Long Island Railroad sent out specifications Dec. 
1 for the 20 combination cars referred to in our issue of 
Nov. 19. 

The White Oaks Railroad, of Texas, has placed an 
order with the Missouri Car & Foundry Co. for four 
water cars. 

The Russell Wheel & Foundry Co., of Detroit, Mich., 
is building five cars for the Chippewa River & Menom- 
inee Railroad. 

The Lake Shore & Michigan Southern will build three 
combination mail cars, two of which are already under 
way at the Adrian shops. 

The Pittsburgh & Lake Erie is preparing specifica- 
tions for 1,000 coal cars, although contracts will 
probably not be let for some weeks yet. 

The Union Pacific, Denver & Gulf has placed an order 
with the Wells & French Co. for 50 refrigerator cars and 
with the St. Charles Car Co. for 250 box cars. 

The New York, New Haven & Hartford has placed 
orders for 100 cars each with the Wason Mfg. Co., Ose 
good, Bradley & Sons and the Keith Mfg. Co. 


The Lake Shore & Michigan Southern will probably 
order 500 box cars in the near future, although the gen- 
eral impression is that no orders will be placed this year. 


The New York, Ontario & Western will build about 
100 freight cars at its shops this winter. About this 
number is built each year, when the work of repairing 
is slack. 

The Coast Railway Co., of Nova Scotia, Ltd., will need 
for June, 1898, delivery three passenger, one combina- 
tion (baggage and smoker), two combination (baggage, 
mail and express), two excursion peat, 10 box and 
five stock cars. Bids will probably be asked early in 
January or February. 


Chas. M. Hays, General Manager of the Grand Trunk, 
denies the report that the road will omg order addi- 
tional equipment from outside builders. The road is now 
building 500 box cars similar to those bought |from the 
Michigan-Peninsular Car Co. which were finished 
Nov. 27. 


Some of the technical papers last week reported that 
the Chicago, Burlington & Quincy had placed an addi- 
tional order for 1,000 cars with the Wells & French Co. 
Weare informed by officials of the road that this re- 
port is incorrect and that only one order has been placed, 
which was noted in this column Oct. 1. 
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The Cincinnati, Hamilton & Dayton has placed an 
order withthe Barney & Smith Car Co. for one 60-ft. 
vestibuled mail car, one 50-ft. vestibuled combination 
mail and baggage car and one 60-ft. baggaye car, not 
vestibu.ed. These cars will be delivered about Dec. 25, 
The road has not ordered passenger coaches, as .recently 
reported by one of the railroad papers. 


In our issue of Nov. 12 we referred to 12 passenger 
cars being built by the Canadian Pacific at its shops, 
and the following week stated that the road was con- 
sidering building 50 new passenger cars early next year. 
We are now advised that the road is building 20 first- 
class passenger cars and may also build some sleeping 
cars at its Montreal shops, and contemplates building a 
number of box cars at its Perth shops the coming win- 
ter. Nocontracts for rolling stock will be let outside 
at present. 


The Chicago Great Western has. placed an order with 
the Pullman’s Palace Car Co. for 300 box cars, in addition 
to the order transferred to Pullman’s Pelace Car Co. 
from Haskell & Barker and noted in this column Nov 19. 
They will be equipped with Barber trucks, with steel 
bolsters, I-beam body bolster, Tracy Lyon design, Chi- 
cago and Tower couplers, Westinghouse brakes, Ke 
waunee brakebeams, Chicago roofs, Moore doors, Mc- 
Cord journal boxes, and all castings of malleable iron. 
The cars will be 36 ft long, 60.000 lbs. capacity, and de- 
livered in January and February. 


The Kansas City. Memphis & Birmingham has placed 
an order with the Pullman’s Palace Car Co. for 200 box 
cars, to be delivered about Feb. 1. These cars are to be 
36 ft. long, 8 ft. 414 in. wide, and 7 ft. high inside. They 
will be equipped with the American Steel Foundry Co.’s 
body and truck bolsters with end castings; malleable oil 
boxes with McCord lids; iron axles; Western Railway 
Equipment Co.’s combination follower and drawhead 
lug; Westinghouse air-brakes; Gould couplers; A. 
French Spring Co.’s draft springs; Chas. Scott Co.’s bol- 
ster springs: Dunham side and end doors; McGuire grain 
doors; American continuous draft rods; Monteer’s patent 
end truss, and Chicago roofs, 





The St. Louis & Suburban electric railroad has placed 
an order with the St. Louis Car Co., St. Louis, Mo., for 
30 new passenger cars. 

The Metropolitan West Side elevated railroad, Chicago, 
has decided to equip all its motor cars with new 
trucks and motors of a larger capacity, and an order has 
been placed with the Baldwin Locomotive Works for 56 
of the former, to be built from designs of the road. 








BRIDGE BUILDING. 

Bloomfield, N. J.—Plans for a new iron bridge over 
the New York & Greenwood Lake Division cf the Erie 
at Williamson avenue have been submitted by the rail- 
road company. 


Buckingham, Va.—Bids are asked until Dec. 6 by 
Jno. R. Moss, Judge of Buckingham County, for a steel 
highway bridge 52 ft. long, 12 ft wide in tke clear, and 
with a capacity of 1,000 lbs. per linear foot. 


Cleveland, O.—Plans for a new bridge at Columbus 
street are under consideration by the eity officials and 
the Chief Engineer of the Cleveland, Cincinnati, Chi- 
cago & St. Louis. 


Detroit, Mich.—It is said that the Detroit & Lima 
Northern has asked for permission to build a bridge 
over the Rouge River, in Spring Wells township. 


Gore Ray, Ont.—The Indian Point bridge is to be 
built at once, the Indian department having decided to 
grant $3,000 for the purpose. 


Uarrisburg, Pa.—Bids are asked until Dec. 14, for 
rebuilding the substructure of the bridge over the Little 
Juniata River. at Birmingham, and at the same time 
bids will. also be received for the superstructure of the 
same bridge. Plans and specifications can be had on 
application to Amos H. Mylin, Auditor-General. 


Hico, Tex.—The Texas Central has contracted with 
the Edge Moor Bridge Works for a 140 ft. skew bridge, to 
be built on the middle crossing of the Bosque River. 


New York.—On Nov. 22 the Board of Estimate and 
Apportionment appropriated $145,000 for the Ninety-sixth 
street viaduct on Riverside Drive. 

Commissioner of Public WorksC. H. T. Collis has or- 
dered plans made by Dec. 5 for a viaduct to be built 
from Claremont to 135th street to connect Riverside 
Drive with the Boulevard. 

On Nov. 29 the Board of Estimate appropriated $1,246,- 
000 for a new drawbridge across the Harlem River from 
146th street to 149th street. The plans for the structure 
were approved recently by the Secretary of War and the 
Park Board. 


Omaha, Neb.—Plans for two bridges over the lagoon 
are under consideration by the Park Board, Andrew 
Rosewater, Chairman Board of Public Works. 


Syracuse, N. Y.—The plans for the lift bridge which 
is to replace the swing bridge over the Erie Canal at 
Salina street have been approved. fhe bridge will have 
a 40-ft. roadway, and is estimated to cost $36,000. 


Tilsonburg, Ont.—Canadian bridge companies are 
asked to tender ona steel bridge to be built over Big 
Otter Creek for the Tilsonburg, Port Burwell & Pacific. 


Wichita Falis, Tex.—It is said that work will soon 
be begun on a new bridge on the Gainesville, Henrietta 
& Wichita Falls Division of the Missouri, Kansas & 
Texas at this place. 

Williamsport, Md.—A new bridge over the Potomac 
River at this place is contemplated at a cost of about 
$35,000. 


MEETINGS AND ANNOUNCEMENTS. 
Dividends. 
Dividends on the capital stocks of railroad companies 
have been declared as follows: 
Delaware & Hudson, quarterly, 1'; per cent., payable 
Dee. 1b. 





Buffalo (N. ¥.), quarterly, 1 per cent., payable Dec. 
15. 

Troy (N. Y.), Ciéy, quarterly, 1 per cent., payable Dec 
16. 


Stockholders’ Meetings. 

Meetings of the stockholders of railway companies 
will be held as follows: 

Rome, Watertown & Ogdensburg, annual, for election 
of ditectors, New York, Dec. 28, 





Rondout, N. Y., Dec. 7. 


Technical Meetings. 

Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The American Society of Civil Engineers meets at the 
House of the Society, 127 East Twenty-third street, New 
— on the first and third Wednesdays in each month, 
at 8 p. m. 

The Association of Engineers of Virginia holds its 
formal meetings on the third Wednesday of each month, 
from September to May, inclusive, at 710 Terry Building, 
Roanoke, at © p. m. 

The Boston Society of Civil Engineers meets at 715 
Tremont Temple, Boston, on the third Wednesay in 
each month, at 7:30 p. m. 

The Canadian Society of Civil Engineers mec.s at its 
rooms, 112 Mansfield street, Montreal, P. Q., every alter- 
nate Thursday, at § p. m. 

The Central Railway Club meets at the Hotel Iroquois, 
Buffale, N. Y., on the second Friday ot January, March, 
May, Sentember and November, at 2 p. m. 

The Chicago Electrical Association meets at Room 
1737 Monadnock Building. Chicago, on the first and 
third Fridays of each month, at8 p.m. J. R. Cravath, 
Secretary. 

The Civil Engineers’ Club of Cleveland meets in the 
Case Library Building, Cleveland, O., on the second 
Tuesday in each month, at 8p.m. Semi-monthly meet- 
ings are held on the fourth Tuesday df each month. 

The Civil Engineers’ Society of St. Paul meets on 
the first Monday of each month, except June, July, Au- 
gust and September. 

The Denier Society of Civil Engineers meets at 3 
Jacobson B ock, Denver, Col., on the second Tuesday 
cf each month except during July and August. 

The Engineers’ Club of Columbus, (O.), meets at 124 
North High street, on the first and third Saturdays 
from September to June. 

The Engineers’ Club of Minneapolis meets in the 
eae Library Building, Minneapolis, Minn., on the first 

bhursday in each month. 

The Engineers’ Club of Philadelphia meets at the 
House of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month, at 8 p. m., 
except during July and August. 

The Engineers’ Club of St. Louis meets in the Mis 
souri Historical Society Building, corner Sixteenth street 
and Lucas place, St. Louis, on the first and third 
Wednesdays in each month. 

The Engineers’ Society of Western New York holds 
regular meetings the first Monday in each month, ex- 
— in the months of July and August, at the Buffalo 
Library Building. 

The Engineers’ Society of Western Pennsylvania 
meets at 410 Penn avenue, Pittsburgh, Pa., on the third 
Tuesday in each month, at 7:30 p. m. 

The Locomotive Foreman’s Club meets every second 
Tuesday in the clubroom of the Correspondence School 
of Locomotive Engineers and Firemen, 335 Dearborn 
street, Chicago. 

The Montana Society of Civil Engineers meets at 
Helena, Mont., on the third Saturday in each month, at 
7.30 p. m. 

The New England Railroud Club meets at Wesieyan 
Hall, Bromfield street, Boston, Mass., on the second 
Tuesday of each month. 

The New York Railroad Club meets at 12 West Thirty- 
first street, New York City, on the third Thursday in each 
month, at 8 p. m. 

The North-West Railway Club meets on the first 
Tuesday after the second Monday in each month, at 8 
p.m, the place of meeting alternating between the 
West Hotel, Minneapolis, and the Kvan Hotel, St. Paul. 

The Northwestern Track and Bridge Association 
meets at the St. Paul Union Station on the Friday follow 
ing the second Wednesday of March, June, September 
and December, at 2.30 p. m. 

The St. Louis Railway Club holds its regular meeting 
on the second Friday of each month, at 3 p. m. 

‘The Southern and Southwestern Railway Club meets 
at the Kimball House, Atlanta, Ga., on the third Thurs- 
dav in January, April, August and November. 

The Technical Society of the Pacific Coast meets at its 
rooms in the Academy of Sciences Building, 819 Market 
street. San Francisco, Cal., on the first Friday in each 
month, at 8 p. m. 

The Western poe ge cle Association meets in the 
Great Northern Hotel, Chicago, on the third Wednesday 
of each month. A. Sorge, Jr., 1533 Marquette Building, 
Chicago, is secretary. 

The Western Railway Club meetsin Chicage cn the 
third Tuesday of each month, at 2 p. m. 

The Western Society of Engineers meets in its rooms 
on the first Wednesday of each month, at 8 p.m., to 
hear reports, and for the reading and discussion of 
papers. The headquarters of the Society are at 1736- 
1739 Monadaoock Block, Chicago. 


National Association of Manufacturers. 


The third annual convention of the National Associa- 
tion of Manufacturers of the United States will be held 
at the Waldorf-Astoria, New York City, Jan. 25, 26 and 
27, 1898. The convention committee, appointed at a 
meeting held in New York City, Nov. 24, consists of 
William Brookfield, Frederick G. Bourne, EK. A. McAl- 
pin, Seth M. Milliken, Charles T. Hughes, A. R. Whit- 
ney, William F. Cochran, Norton P. Otis, Charles E. 
Bigelow. Henry B. Haigh, Lowell M. Palmer, William 
Barbour, Adiison C. Rand, Philip I. Dodge, Frank S. 
Witherbee, George H. Robinson, Edward R Ladue and 
Richard Young; Charles A. Schieren, President; Augus- 
tus G, Paine, Treasurer,and Charles E Locke, Secre- 
tary. 

American Society of Civil Engineers. 

The opening of the new house on Wednesday of last 
week, concerning which we wrote in our last issue, was 
a very successful affair. The addresses by the President 
of the Society, by General Craighill, Dr. Schurman and 
Mr. Choate were all excellent, and that of Mr. Choate 
was particularly sympathetic and was greatly enjoyed. 
The audience room was full, as was the hall outside. 
The assembly and dance in the evening was_ well 
attended, although the house is so spacious that it was 
not crowded. The house is very beautiful and commo- 
dious and was greatly admired. 

On Wednesday evening of this week a regular meeting 
of the Society was held in the new house, at which Mr. 
William Cain presepted a paper on the ** Theory of the 
Ideal Column.”* This was printed in October Proceed- 
ings. 

On Dec. 15 a paper will be presented by Mr. Spencer 
Miller, entitled ‘‘ A Problem in Continuous Rope Driv- 
ing.” This paper is printed in the November Proceed- 
Ings. 

Discussion on Mr. Purdy’s paper on ‘Fireproof 
Buildings” will be closed Dec. 14 and discussion on Mr. 
Branner’s paper on ‘‘ Geology in Its Relations to Topo- 
graphy ’’ will be closed Jan, 1. 


Ulster & Delaware, annual, for election of directors, 


Von. XXIX., No. 49. 





The Engineers’ Club of Philadelphia. 

A business meeting of the Club will be held on 
Saturday, Dec. 4, at 8 o’clock p.m. Nominations for 
officers for 1898 will be made. The retiring officers are: 
President, Joseph T. Richards: Vice-President, Carl 
Hering; Secretary, L. F. Rondinella: Treasurer, George 
T, Gwilliam: Directors, Max Livingston, C. H. Ott and 
L. Y. Schermerhorn. F 

The papers will be: ‘‘ Moving the Pennsylvania Rail- 
road Bridge over the Schuylkill River at Fairmont 
Park,” by Mr. Joseph T. Richards (illustrated by the 
electric lantern). At the meeting of Nov. 20 the Presi- 
dent announced that the Board had decided to celebrate 
the Twentieth Anniversary of the organization of the 
Club on Dec. 17, and that a special committee had been 
appointed to make arrangements. The celebration 
would probably take the form of a supper. 

Prof. Walter L. Webb presented the paper of the even- 
ing on ‘‘ The Mass Curve in Earthwork Computations,” 
and described, by the aid of lantern illustrations, the 
diagrammatic method of using the mass curve and mak- 
ing computations for grading in earthwork. This and 
other graphical methods of calculation were afterward 
discussed by Messrs. A. E. Lehman. E. M. Nichols, 
Joseph T. Richards, KE. F. Smith, L. Y. Schermerhorn 
and T. G. Janvier. 


American Institute of Mining Engineers, 


The seventy-fourth meeting of the institute will be 
held at Atlantic City, N. J.. beginning on Tuesday, Feb. 
15, 1898. The papers of the late Lake Superior meet- 
ing are specially offered as subjects of discussion at At- 
lantic City, but any other papers heretofore presented 
are also open to such discussion. Attention is called 
in this connection to a paper by Dr. John R. Don, of 
New Zealand, on the “Origin of Certain Auriferous 
Lodes,”’ which was read at the late February meeting, 
but has just been made ready for the press, and will be 
sent to members shortly. This is one of the most im- 
portant contributions to the literature of its subject in 
the Transactions of the Institute. Other subjects, sug- 
gested by the papers of 1897, as specially worthy of fur- 
ther discussion, are: the handling of materials at the 
mine, the dock and the furnace: the sampling and 
assay of metallic materials; the chemistry and manipu- 
lations of the cyanide process: the physics of cast iron 
and steel; the concentration of ores, magnetic and other; 
methods of stoping, blast-furnace practice, etc. 

The Council is trying to arrange for a meeting of the 
Institute in Mexico in the autumn of 1898, and it has 
issued a special preliminary circular in order to ascer- 
tain, approximately, whether this will be possible; and 
the prosecution of further negotiations will depend 
upon the reply of members. 


Engineers’ Club of St. Louis, 

The Club met at 8 p. m., Nov. 18, with President Flad 
in the chair. Twenty-six members and one visitor were 
present. 

Mr. J. A. Ockerson made a motion that a nominating 
committee consisting of Messrs. B. L. Crosby, William 
Wise, L. P. Butler, W.G. Comber and F. F. Harring- 
ton be appointed to select for the Club a list of nominees 
for the several offices provided for in the constitution, 
and to present the same at the next meeting. 

Prof. J. B. Johnson made an address on ‘‘The Re- 
sults of a Recent Investigation of the Relative Strength 
of Wooden Beams and Columns in Large and Small 
Sizes.”’ This investigation was conducted at the testing 
laboratory of Washington University, for the Govern- 
ment Forestry Division. The large beams were of se- 
lected lumber, and were tested green. ‘They were 18 to 
24 ft. in length, and were 8 in. by 12 in. in section. Eight 
small beams, 5 ft long and 4 in. square in cross section, 
were made out of each large beam after it was broken. 
The beams were of oak, white pine, short-leaf pine and 
long-leaf piue. Tests were also made on large pine 
beams, which had been taken out of the Exposition 
building after 13 years of service. The average of these 
tests showed that the large beams had 92 per cent. of the 
strength of the small ones, and that the apparent elastic 
limit in the large heams was 9744 per cent. of that of the 
small ones. Large columns showed a strength of 75 per 
cent. of smallcolumns. The discussion which followed 
was participated in by Messrs. Sterne, Kinealy, Borden, 
Crosby, Russell, Bouton, Flad and Ockerson. 








RAILROAD LAW-—RECENT DECISIONS. 





NoteE.—The decisions here noted have all been rend- 
ered by the Federal Courts. 





The managers of the Tennessee Centennial Exposition 
at Nashville secured from certain railroads the issuance 
of special round trip tickets to the exposition at greatly 
reduced rates. Such tickets were receivable for return 
transportation over different roads from those issuing 
them, but were not transferable, providing by their 
terms that they should be void. if presented by a person 
other than the original purchaser, and such purchaser 
was required to identify himself before agents appointed 
for that purpose at Nashville. Many ticket scalpers 
were engaged at Nashvillein buying such tickets from 
the holders and in reselling the return portion to others 
for use in violation of the contract contained therein, 
giving a guaranty of their acceptance for passage and 
assisting the purchaser in fraudulently identifying him- 
self as the original purchaser. It is held that the rail- 
road companies were entitled to injunctions to restrain 
the ticket scalpers from carrying on the business of so 
dealing in their tickets, and that they were not to be con- 
fined to acticns for damages (decided in the Cire. Ct. 
M. D. Tenn., August, 1897). 

A contract between a corporation and a workman 
who has received injuries while in its service, that he 
shall be paid a given rate of wages per month and shall 
render such services as he is able to furnish, without 
any stipulation as to duration, is not an undertaking 
to pay such a workman anannuity during the remain- 
der of his life but a contract of employment by the 
month which may be terminated by either party at the 
end of any month (decided in the C. C. A. 5th Circ., June, 
1897, one judge dissenting).° , 

A Tennessee statute requires overseers of public 
roads to erect a sign at each railroad crossing and _ pro- 
vides that ‘‘no engine driver shall be compelled to blow 
the whistle or ring the bell at any crossing unless it is 
so designated.” It is held that this statute relieves the 
employees in charge of a train from any duty to give 
warning of any kind of the approach of a train to a 
crossing within the state not so designated (decided in 
the C. C. A. 6th Circuit, July, 1897).% : 

A railroad lying wholly within a state, which trans- 
ports freight, whether coming from within or without 
the state, between places on its own line, under a special 


contract limited to its own line and without dividing | 


charges with any other carriers or assuming any other 
obligations to or for them, does not come within the pro- 
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visions of the interstate commerce act and is not bound 
to make any report of its business to the Interstate Com- 
merce Commission (decided in the Cire. Ct. W. D. Mich., 
June, 1897).* 

A railroad company which uses low-sided gondola 
cars owes to its employees a personal duty to provide 
such cars with strong and safe side standards, and if it 
delegates this duty to an employee (in this case its fore- 
man of car repairs), it is liable for his negligence, result- 
ing in injury to another employee, though it furnished 
him with proper standards (decided in the ©. C. A. 3d 
Circ., June, 1897).* One judge dissents on the ground that 
the company was free from liability under the rule ex- 
empting a master from liability to any of its employees 
for injury sustained through the negligence of a fellow- 
servant. 


The Sioux City & Northern Railroad entered into an 
agreement with the Dubuque & Sioux City, by which 
the latter granted to the former the right to cross its 
tracks, and the S. C. & N. agreed, as a condition of the 
grant, that if the statutes of Iowa, in which state both 
lines were situated, should be so amended as to permit 
trains of intersecting railroads to cross each - other’s 
tracks without stopping when safe interlocking switches 
had been constructed, the S. C. & N. would construct 
and maintain such switches at itsown expense. After 
the crossing had been built, the S. C. & N. mortgaged 
its road to secure an issue of bonds without notice to the 
bondholders of this agreement. Subsequently, the road 
was placed in the hands of receivers under foreclosure 
of the mortgage. The statute of lowa was amended so 
as to permit trains to cross the tracks of otber railroads 
without stopping where safe interlocking switches 
existed, and the D. & S.C. applied to the court to require 
the receivers to put in such switches. Thestatutes of 
Iowa provide that one railroad may obtain the right to 
cross another's tracks without its consent, and also that, 
upon application to a court, switches and a crossing may 
be ordered put in and the cost equitably apportioned 
among the several roads concerned. It is held that the 
bondholders, who were equitably the real owners of the 
S.C. & N., were not bound by the contract to putin and 
maintain switches, and that the court would not be 
justified in compelling the receivers to carry out the 
contract with the D. &S.C., thereby throwing the whole 
expense of the construction and maintenance of the 
switches on the bondholders (decided in the Circ. Ct. 
N. D. Iowa, June, 1897.)* 

An agreement between rival applicants fer a street 
railroad franchise to combine in order to prevent com- 
petition between themselves or by others in procuring 
the franchise is void as against public policy. Equity 
will not interfere to compel one of the parties to share 
with the others the fruits of their combination (decided 
in ©. C. A. 4th Circ., May, 1897, one judge dissenting).” 

Where the title to a city street isin the municipality 
an owner of abutting property cannot obtain an injunc- 
tion to restrain the construction of an elevated railroad 
in the street, on the ground that the ordinance author- 
izing it is illegal. His remedy is in an action for the 
damage sustained, if any (decided in the C. C. A., 
May, 1897). 

The liability imposed by the statutes of Maryland on 
the directors and officers of a corporation who declare 
dividends rendering the corporation insolvent or impair- 
ing its capital,or who make loans to stockholders, is 
not a liability for wrongs to property rights and inter- 
ests, such that the cause of action therefor survives 
against the representatives of a deceased director or 
officer, under the statutes of New York. The statutes 
of New York. where this action is brought, provide 
that where wrong is done to the property, rights and 
interest of another in a case where an action might be 
maintained against the wrongdoer. such action survives 
against his representatives after his death to the extent 
of his estate (decided in {the Circ. Ct. S. D. New York, 
May, 1897).° 

1 Nashville C. & St. L. vs. McConnell et al., 82 Fed., 65. 

Tenn. Coal, Iron & R., vs. Pierce, 81 Fed., 814. 
Southern vs. Elder, 81 Fed., 791. 

#U.S. ex rel Int. C. C. vs. C.. K. & S,, 81 Fed., 783. 

5 Penn. vs. LaRue, 81 Fed., 148. 

® Manhattan Trust Co. vs. Sioux City & N., 81 Fed., 50. 

7 Hire vs. Richmond T. Co. et al., 80 Fed., 839. 

® Blodget et al. vs. N. W. El. Co. et al., 80 Fed., 601. 

° B. & M. et al. vs. Graves‘et al., 80 Fed., 588. 








PERSONAL. 





—Mr. John E. Stearns, General Manager of the Boise, 
Nampa & Owyhee, of Idaho, has resigned. 


—Mr. George L. Rhodes, General Agent of the Sea 
Board Air Line, at Portsmouth, Va., has resigned. 


—Mr. R. L. Ford, General Freight and Passenger 
i of the Boise, Nampa & Owyhee, Idaho, has re- 
signed. 


—Hiram Litzenberg, at one {time Superintendent of a 
section of the Pennsylvania, died at his home, West 
Manayunk, Pa., Nov. 26. 


—Mr. Abraham Gilbert De Huff, at one time Resident 
Engineer of the Lebanon Valley, died at his home in 
Lebanon Nov. 25, aged 50 years. 


—Ex-Judge Isaiah Woolston, at one time Director of 
the Camden & Amboy, now a part ot the Pennsylvania, 
died at his residence in Philadelphia Nov. 22. 


—Joseph J. Tillinghast, at one time Treasurer and Di- 
rector of the Troy & New England (Electric) Railway 
ee died at the age of 66 at his home, Troy, N. Y., 

ov. 30, 


—Mr. John M. Hurst, Master Mechanic of the Salt 
Lake & Ogden Railway, died Nov. 16 of typhoid fever. 
He was the iaventor of the Hurst air-brake, and devised 
many minor improvements in railroad equipment. 


—Mr. S. Awaya, M. E., of the Nippon Railway, of 
Japan, who spent several months in this country and 
in Europe in looking into the mechanical departments of 
—— will sail for Japan on the Empress of China 


—Mr. Joseph W. Robinson, at one time Superintendent 
of the White Mountain Division of the American Tele- 
graph Company and Superintendent of the Government 
telegraph service during the war, died at Concord, N. 

so S oie. 


—Col. John Laing died at his home in Baltimore 
Md., Nov. 26. Colonel Laing was at one time Chief En- 
gineer of the Union Railroad Company, now the North- 
ern Central, a part of the Pennsylvania system, and built 
tne Pennsylvania tunnels under the city of Baltimore. 


—Mr. J. Sakurai. Purchasing Agent and Manager of 
Stores of the Nippon Railway, of Japan, will sail for 
that country on the Empress of China, which leaves 
Vancouver Dec. 6. Mr. Sakurai arrived in this country 
several months ago and after looking into the methods 
of buying and taking care of supplies on a number of 


railroads in this country and visiting manufacturers of 
railroad materials, went to England for the same pur- 
pose. 


—Mr. William S. Langford, employed in the office of 
the Comptroller of the New York Central, was on Nov. 
24 the recipient of a gold medal from the Life Saving & 
Benevolent Association. in recognition of his work in 
saving the lives of four passengers at Garrison’s, N. Y., 
on Oct. 24 when a passenger car fell into the Hudson 
River. Mr. Langford swam from the shore with an ax, 
and cut a hole in the roof of the car after others had re- 
turned from the car to the shore without accomplishing 
anything. 


—Mr. Arthur A. H. Harris, who has been District 
Freight Agent of the Grand Trunk at Montreal, Que., 
since May, 1892. was appointed Nov. 24 General Traffic 
Manager of the [utercolonial, with headquarters at 
Montreal. Mr. Harris was born at Devonshire, Eng., 
Oct. 15, 1855. He has been in railroad service ever since 
1874, when he became Secretarv to the Traffic Manager of 
the Grand Trunk. He occupied this position until 1887, 
when he was made Assistant General Freight Agent at 
Buffalo, and has been conuected with the freight depart- 
ment of the Grand Trunk until receiving the above ap- 
pointment. 


—Mr. Charles Oliver has been appointed Chief Rail- 
road Commissioner of the New South Wales govern- 
ment railroads, to succeed the late Mr. E. M. G. Eddy. 
Mr. Oliver was connected with the Lands Department 
of New South Wales from April, 1866, until his appoint- 
ment as Associate Commissioner with Mr Eddy in Oc- 
tober. 1888. Since Mr. Eddy’s death in July of this year 
Mr. Oliver has been Acting Chief Commissioner. Mr. 
W.M Fehon, also one of the original Commissioners, be- 
comes second Commissioner, and Mr. David Kirkcaldie 
has been appointed to fill the vacancy in the Commis- 
sion. Before his appointment Mr. Kirkcaldie was Chief 
Trattic Manager of all the lines of the colony. 


—Hon. Aretas Blood, of Manchester. N. H., died at his 
home in that city on Nov. 24 at the age of 8). Mr. Blood 
had been well known throughout the country for many 
years as the head of the Manchester Locomotive Works, 
with which establishment he had been connected since 
it was begun in 1853. In fact, Mr. Blood and Oliver W. 
Bailey were the originators of the concern. The Man- 
chester Locomotive Works was incorporated in 1854. In 
1872 the corporation absorbed the business of the Amos- 
keag Company, builders of fire engines, and that 
part of the business continues an important one. Mr. 
Blood had other extensive business interests in various 
parts of the country. He had been Treasurer of the 
Nashua Iron & Steel Company; a director and President 
of the Ames Manufacturing Company. of Chicopee. 
Mass.; President of the Globe Nail Company, and 
Treasurer of the Manchester Hardware Company, and 
the Amoskeag by Company, of Manchester, and a 
director of several banks. He had held many political 
offices, and was an elector in the Garfield and Arthur 
College. He was also a director of the New York & New 
England Railroa . 

Mr. Blood was born in Weathersfield. Vt., and began 
his active life as a blacksmith at the age of 17, soon after 
becoming a machinist. He was one of the chief citizens 
of New Hampshire, and, having amassed a fortune, 
estimated at his death at from $2,000,000 to $5,000,000 was 
known to his intimate friends as a liberal giver to many 

ublic charities, as well as a generous man in private 

enefactions. 








ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka & Santa Fe.—After Dec. 1 the 
name ‘‘Southern Division” will be changed to the 
‘Oklahoma Division.”” The change is made from the 
fact that there is a ‘‘Southern Division’’ on the Gulf, 
Colorado & Santa Fe, another of the system lines. This 
division embraces the main line from Newton. Kan., to 
Purcell, I. T., and the Panhandle, Florence, Englewood, 
and Augusta branches. 


Charleston & Western Carolina.—At the annual 
meeting in Greenwood, C., Nov. 12, Gen. Samuel 
Thomas was made First Vice-President and Henry 
Crawford, formerly Vice-President and General Coun- 
sel of the road, was made Second Vice-President. 


Chattanooga & Lookout Mountain.—The officials of 
this company, referred to in another column. are: Presi- 
dent and General Manager, J. T. Crass, Chattanooga, 
Tenn.; Vice-President, J. P. Sanborn, Newport, R. I.; 
General Passenger Agent, V.S. Whiteside, Chattanooga; 
General Freight Agent, J. E. Crass, Chattanooga; Au- 
ditor, Wm. A. Bird. Lookout Mountain, Tenn.; General 
Counsel, W. L Frierson, Chattanooga. 


Chicago & Northwestern.—C. H. Bowen has been 
appointed Roadmaster at Eagle Grove, Ia., to succeed 
D. J. Walsh, resigned. 


Chicago, Peoria & St. Louis.—D. C. Frederick, Var 
Service Agent of the St. Louis, Chicago & St. Paul, with 
headquarters at Springfield, I1l., bas been appointed Car 
Service Agent of the Chicago, Peorla & St. Louis, to 
succeed W. R. Bradley. 


Cincinnati, Hamilton & Dayton.—L. Widdison has 
been appointed to succeed W. L. King as Supervisor, 
with headquarters at Dayton, O. 


Duluth, Red Wing & Western.—At the annual meet- 
ing at Red Wing, Minn., Nov. 11, William Danforth, 
A =e elected a director to succeed H. E. Perkins, de- 
ceased. 


Florida Central & Peninsular.—Capt. D. E. Maxwell 
has been elected Second Vice-President. He will con- 
tinue as General Manger, with office at Jacksonville, 


Fla, 


Fiichburg.—After Dec.1 the headquarters of J. Med- 
way, Superintendent of Motive Power, now at Boston, 
Mass., will be located at Keene, N. H. 


Intercolonial.—Arthur A. H. Harris, heretofore Dis- 
trict Freight Agent of the Grand Trunk at Montreal, 
Que.. has been appointed General Traffic Manager of the 
Intercolonial, with headquarters at Montreal. The ap- 
pointment took effect Nov. 24. 


Los Angeles Terminal.—T. R. Shanks, Superintend- 
ent, has resigned. E M. Jessup has been appointed to 
succeed him, in addition to his former duties as Engi- 
neer, with headquarters at Los Angeles, Cal. 


Luckiamute Valley & Western.—The officers of this 
company, referred to in another column, are as follows: 
President, H. S. Montgomery: Vice-President, J. I. 
Montgomery; General Manager, H. D. Chapman; ‘Treas 
— A. H. Lucas. The principal office is at Falls City, 

re. 


Mobile & Ohio.—Harry P. Knight, formerly Assis- 


tant Ticket Agent of the Chicago & Alton at St. Louis, 
has been appointed City Passenger & Ticket Agent of 
the Mobile & Ohio at St. Louis, Mo., to succeed Mr. 
Frank J. Egan, promoted. 


New Orleans & Northeastern.—George H. Smith, for- 
merly Assistant General Passenger Agent of the Cincin- 
nati, Hamilton & Dayton. has been appointed General 
Passenger Agent of the New Orleans & Northeastern, 
with headquarters at New Orleans, La. 


New York, Philadelphia & Norfelk.—William H. 
Wheeler, formerly Chief Clerk to B Courlaender, Jr.. 
District Passenger Agent of the Pennsylvania at Balti- 
more, Md., has been avpointed Traveling Passenger 
Agent of the New York, Philadelphia & Norfolk with 
headquarters at Philadelphia. 


Northern Pacific.—Joseph McCabe, Superintendent 
of the Pacific Division. with headquarters at Tacoma, 
Wash., has resigned. His successor will be E. J. Pear- 
son, Superintendent of the Rocky Mountain Division. 
To take effect Dec. 1. e 


Oregon Railroad & Navigation Co.—R. C. Judson, of 
St. Paul, has been appointed Industrial Commissioner, 
with headquarters at Portland, Or. 


Plant System.—At the annual meeting of the Charles- 
ton & Savannah, at Charleston, Nov. 19, M. F. Plant was 
elected a director in place of Mr. E. R. Memminger, of 
Charleston. Charles L Sprague, formerly Traveling 
Passenger Agent for the Detroit & Cleveland Boat Line, 
has been appointed Traveling Passenger Agent for the 
Plant System, to succeed Jno. B. Groff, headquarters at 
Philadelphia, 


St. Louis, Chicago & St. Paul.—W R. Bradley. Car 
Accountant of the Chicago, Peoria & St. Louis. has been 
appointed Car Accountant of the St. Louis. Chicago & 
St. Paul. with headquarters at Springfield, IIl., to suc- 
ceed D. C. Frederick. 

San Antonio, Llano & Northern.—The officers of this 
company, whose incorporation is noted in another col- 
umo, are as follows: N. R. Lindsey, President; J. M. 
Prester, Vice-President and General Manager; Wm. 
Martin, Treasurer, and J. F. McCarty. Secretary, who, 
with L. B. Russell, G. H. Hodge, W. F. Cummins, R. 
V. Neely and W. W, Johnson, are the incorporators. 


Seaboard Air Line.--L. S. Allen, formerly Assistant 
General Passenger Agent of the Baltimore & Ohio at 
Chicago. has been appointed General Agent of the Sea- 
board Air Line, with headquarters at Washington, D.C., 
the appointment to take effect Dec. 1. 


Toronto, Hamilton é& Buffalo.—E. Fisher, Assistant 
Superintendent of the Michigan Central at Jackson, 
Mich., has been appointed General Superintendent. with 
headquarters at Hamilton, Ont., to succeed R. H. L'Hom- 
medieu, resigned. Frederick F. Backus has been appointed 
General Freight and Passenger Agent, with office at 
Hamilton. Ont.. to succeed O. W. Ruggles. General Pas- 
senger Agent,and W. Macmillan, General Freight Agent 
resigned. The following offices have been abolished: 
Division Superintendent, Assistant Superintendent, 
Superintendent of Telegraph, General Car Agent, Super- 
intendent of Motive Power and Equipment, Purchasing 
Agent, General Freight Traffic Manager. General 
Agent. Appointments and changes to take effect Dec. 1. 


Wabash.—H. S. Pritchett. Superintendent of Time 
Service and Watch Inspection, having resigned to ac- 
cept the Superintendency of the United States Coast and 
Geodetic Survey, the duties of that office are assigned to 
the Superintendent of Telegraph, G. C. Kinsman, with 
headquarters at Decatur, Ill. Appointment and change 
to take effect Dec. 1. 


Wheeling & Lake Erie.—John Brown Braden, for- 
merly General Foreman at the shopsof the Pennsyl- 
vania lines at Columbus, O., has been appointed Super- 
intendent of Motive Power in place of O. P. Dunbar, 
deceased. The office will be transferred from Norwalk 
to Toledo, O. 

RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 





Aroostook Northern.—Tracklaying has been com- 
pleted on the entire line from Caribou, Me., east 1514 
miles to Limestone, and regular train service began 
Dec. 1. Work is nearly completed on the bridges and 
trestles, and nearly all the men engaged in building 
have been discharged. This road is practically a branch 
of the Bangor & Aroostook, although operated under a 
separate company. Aibert A. Burleigh, Houlton, Me., 
is President. 


Asbestos & Danville.-—This road, to connect the lines 
of the Asbestos & A sbestic Co.. of Asbestos, Que., with 
the Grand Trunk at Danville, 424 miles east, has been com 
pleted. The line isuwned and was built by the Asbestos 
& Asbestic Co. It has a maximum grade of 2 deg. and 
maximum curves of 10 deg. (See this column under 
Danville & Asbestos for June 25.) 


Atlanta, Knoxville & Northern.—The 26 miles of 
branch line from Blue Ridge, Ga., to Murphy, N. C., 
have been made standard gage, thus making the entire 


line of 230 miles standard. 


Atlantic Coast Line.—Grading is now in progress 
on the Southeastern section of this Jine from Elrod, N. 
C., southeast 10.98 miles to Ashpole. Work is being 
owe ~ Age company’s own forces. (See this column for 
Nov. 12. 


Atlantic & Lake Superior.—Grading has been com- 
pleted on 18 miles of the Baie des Chaleurs Division 
from Caplin northeast to New Carlisle, Que., and track- 
laying is now-going on. Ballasting will not be done 
until spring, but regular train service will be nut on 
abeut Jan. 1, The only important bridge is over the 
Bonaventure, which is now approaching completion. 
About 400 men are at work, for the most part under the 
direction of thecompany. It is the intention to extend 
the line during the winter to Paspebiac, which will in- 
volve heavy rock work. The building of wharves and 
terminal facilities will also be commenced at that 
point. The road when completed is to extend from 
St. Mary’s River, Ont., te Gaspe Bay, Que. Construe 
tion has been completed zc several points along the line 
and about 100 miles are now in operation. (See this 
column for Nov. 19.) 


Augusta & Atlanta.—This company has been incor- 
porated in Georgia to build a road from Augusta west 
to Atlanta, about 15U miles. It is said to lave been in-’ 
corporated in the interests of the Charleston & Western 
Carolina. 


Baltimore & Ohie.—The extensive improvements on : 
the Pittsburgh Division at Falls Cut (for full descrip- 
tion of which see these columns for Novy, 5) will be eom- 
pleted by the middle of December. The only work now 
carried on at that point is the grouting of the packing - 
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of thetunnel. This will complete all the improvements 
at present projected on this line. The following pieces 
of work have been completed and are in operation: The 

ards at Locust Point, Cumberland, Glenwood and Pitts- 

urgh; improvements at North Mountain, Seven Curves, 
Doe Gully, and the Pittsburgh terminals. (For full de- 
scriptions of these works see these columns for Oct. 15, 
Nov. 5 and Nov. 12.) 


Baton Rouge & Central Louisiana.—At a special 
election held at Natchitoches, La., a 5-mill tax for 10 
years was voted in aid of this road, which is projected 
to run from Baton Rouge northwest through Simsport, 
Marksville and Alexandria to the Texas state] line in 
Vernon Parish. Quarantine regulations have interfered 
with active prosecution of work. F. M. Welsh, Baton 
Rouge, La., is President. (See this column for March 19.) 


Boston & Albany.—The engineers of the company 
have made surveys for a shorter line between James- 
ville, Mass., aod East Brookfield, but officers of the road 
state that no definite action has been taken toward 

. building the line. The present line of the road between 
these two points is about 16 miles long, though the two 
places are only about 10 miles apart, but a more direct 
route would be very costly and probably involve a long 
tunnel. The existing line is a continuous ascending 
grade of about one per cent. from Jamesville to Charl- 
ten and a descending grade of about the same rate from 
Charlton to Kast Brook field. 


California Southern.—According to report 23 miles 
of this road has been graded and 16 miles of track laid 
from Kramer, Cal., on this line north 27 miles to Rands- 
burg. A. A. Dougherty, Los Angeles, Cal., is President. 
(See this column for Nov. 19.) 


Carthage.—Grading has been completed for 814 miles 
between Carthage and Hallison, N. C., and track is now 
laid from Carthage to Mooshaunee, N.C. It is expected 
that regular train service will be put on this section 
Jan. 1. The road as projected is to extend from Carthage 
north about 12 miles to Island Ford. W. Petty, 
Carthage, N. C., is Lessee and General Manager. (See 
this column for Oct. 15.) 


Chattanooga & Lookout Mountain.—A new charter 
has been obtained changing the tit!e of this road, which 
was sold June 22 to the Lookout Incline & Lula Lake 
Co (see these columns for June 25), from Chattanooga 
& Lookout Mountain Railway to Chattanooga & Look- 
out Mountain Railroad. Extensive improvements have 
been made in replacing new ties, trusses, etc., and it is 
expected to extend the road 6 or 7 miles next year. The 
names of officers are given in another column. 


Chicago, Burlington & Quincy.—It is reported that 
W.S. Heckart has been awarded the contract for build- 
ing a spur of about 14¢ miles from Aztec,S. D. The 
maximum grade will be three per cent. and maximum 
curves 12 degrees. 


Coast Railway of Nova Scotia.—The portion of the 
section of this road from Yarmouth to East Pubnico, 
N. S., 31 miles, is now completed and regular train ser- 
vice is in effect. Twenty miles, from East Pubnico to 
Barrington, are now under construction, of which four 
miles of grading and masonry have been completed to 
Lower East Pubnico. The bridges on this 20-mile sec- 
tion are as follows: A 20-ft. girder at Hardings Brook on 
the 37th mile, a 20-ft. girder on the 39th mile, a 60-ft. 
through plate girder over Shag Harbor River on the 
46th mile, 30-ft. deck plate girder over Atwood’s Brook 
on the 47th mile and a 60-ft. through plate girder over 
Fresh Brook on the 49th mile. Masonry has been com- 

leted for the abutments of the first two. The contract 

or this 20-mile section has been sublet to H. J. Town- 
send & Co., of New Glasgow, who will complete it for 
operation by June 30, the contractors to supply every- 
thing except the railsand rolling stock. The contractors 
for the entire road to Lockport, 97 miles, are the Nova 
Scotia Develcpment Co., of which G. Martin Brill, of 
Philadelphia, is President. It is intended to begin work on 
the next section early next season. With the c:mpletion 
of the line to Barrington a steamer will be put on the 
route from that point to Halifax, and as the line is com- 
pleted to Shelbourne, Lockport and Liverpool this 
steamer will connect with the railroad at these points. 
IL. H. Wheaton, Yarmouth, N.S., is Superintendent. 
(See this column for Oct. 29.) 


Columbus Northwestern.--It is stated that 18 miles 
of road has been graded and 180 teams are now at work 
between Bellefontaine and St. Mary’s, O. It is expected 
to have trains running by Jan. 15. The road as pro- 
pone is toextend from St. John, a point on the Ohio 
Southern, southeast 53 miles through Bellefontaine to 
Marysville. I. T. Adams, Waverly, O., is General 
Manager. 

Cripple Creek Short Line.—This company was in- 
corporated in Colorado, Nov. 16, with a capital stock of 
$1,500,000 to build a railroad from Colorado Springs west 
through Bear Creek Canon, Seven Lakes and Dead Lake 
to Cripple Creek, about 40 miles. It is stated that eight 
miles of the right of way out of Colorado Springs and 
much of the remaining right of a has been purchased. 
The incorporators and first Board of Directors are as 
follows : Woodman S. Eaton, Franklin D. Rogers and 
Herbert A. Clay, of Portland, Me., and Jobn I. Franklin 
and Harry B. Stone, of Colorado Springs. 


Detroit & Northern.—This company was incorpo- 
rated in Michigan Nov. 12 witha capital stock of $256,000 
to build aroad from Mt. Clemens, Mich., northeast 32 
miles to Port Huron. The incorporators are: Fred 
Woodbourne, John Townsend, Luther S. Cushing, 
Arthur P. Lothrop, St. Paul, Minn.; George E. Smith, 
Clarence A. Lightner and Edwin Denby, Detroit, Mich. 


Detroit & St. Clair River.—It is stated that James 
G. Tucker, of Mt. Clemens, Mich., Receiver, has been 
authorized to issue $60,000 in receivers’ certificates to 
complete the road from Chesterfield east to Algonac, 
Mich., about 18 miles, and that work will begin at once. 


El Paso & Northeastern.—It is reported that work 
has been begun on this road from El Paso, Tex., north- 
east 165 miles through New Mexico to White Oaks. The 
contract, as stated last week, is let to George S. Good & 
Co., of Lock Haven, Pa. 


Galveston, Brazos & Southwestern.—Grading is 
now in progress from Galveston west 42 miles to Angle- 
ton in Brazoria County, Tex, and will be completed 
abcut Jan.1. The line is to be extended to San Antonio. 
L. A. Beadle, Galveston, is Chief Engineer. (See this col- 
umn for Sept. 24.) 


Georgia Pine.—Grading on this road has been com- 


pleted fiom Bainbridge north to Corea, 25 miles, and 
the tracklaying to Colquit, 20 miles. One hundred and 
twenty-five men are now at work. The road as pro- 


7 is to be extended to Arlington, in all 39 miles 
%. B. Coleman, Bainbridge, Ga., is:General Manager 
(See this column for Oct. 29.) 5 


Grand Haven & Southeastern.—This company was 
incorporated in Michigan Nov. 8 with a capital stock of 
$100,000 to build a line from Grand Haven south 4 miles. 
The incorporators are: G. A. Morrison, C. Hanly, 
Ernest H. Riehl, H. A. Hensley, E. G. Megrue and 
N. E. Matthews, New York City; W. C. Brown, Fas- 


foria, 


Kansas City, Pittsburgh & Gulf.—It is reported 
that engineers are surveying fora branch of this road 
from the main line at Redland, I. T., northeast 15 miles 
to Fort Smith. and that contracts for grading have been 
let to Bernard Corrigan, of Kansas City, Mo. Accord. 
ing to report work is to begin at once.. 


Kansas City, Excelsior Springs & Nerthern.—This 
company has been incorporated in Missouri with a capi- 
tal stock of $100,000 to build a road in St. Clair County, 
Mo., from Excelsior Springs Junction’ on the Wabash 
north 10 miles to Excelsior Springs. ‘fhe incorporators 
are: Breckinridge Jones, Erastus L. and E. I. Moore, S. 
D. Henry, Frank Hagerman and Edward C. Wright. 


Luckiamute Valley & Western.—It is reported that 
the entire line of this company has been surveyed and 
that grading is in progress from Falls City, Or.. to 
Lees. The road as projected is to extend from Falls 
City to Salem, 23 miles. The officers are given in an- 
other column. 


Lake Manitoba Railway & Canal Co.—Track has 
been laid on the extension of this company’s line from 
Sifton, Man., northeast 23 miles to Lake Winnepegosis, 
and ballasting has been more or less completed through- 
out. Regular train service began Oct. 8 for the whole 
distance from Gladstone Junction north to Lake Win- 
nepegosis, 123.4 miles. This extension opens up a new 
district to the fishing industry. 


Marinetta, Hocking & Northern.—It is reported 
that surveys have been begun for an extension of this 
road from Adelphi, O., northeast about 15 miles to a 
point-on the Columbus, Hocking Valley & Toledo. The 

resent road extends from Adelphi west to Kingston, 
0.3 miles, and was reorganized in 1893 as the successor 
of the Kingston & Adelphi. Alexander Kenick, Chilli- 
cothe, O., is President. 


Missouri Pacific.—The statement made in this col- 
umn two weeks ago is Officially confirmed that surveys 
are being made for a connecting line from Little Rock, 
Ark.. west to Greenwood, the terminus of the Fort 
Smith Branch, about 165 miles. But the question as to 
whether the company will build the line is yet to be de- 
termined by action of the Board of Directors. 


Munising.—This road, notice of whose completion 
was given in this column Nov. 12, was opened for traffic 
Nov. 29. Nomore construction will be done this win 
ter, but it is expected that contracts will be let for fur- 
ther work next year. The proposed extensions are 
about 100 miles southeast to Indian Lake, Mich., and 
ahout 140 miles northeast along the south shore of 
Lake Superior. 


Norfolk & Western.—Work is in progress on four 
miles of second track between Bluefield and Ada, W 
Va. The necessary arch masonry was built several years 
ago. The weight of rail used is 85 lbs., the same as that 
on the main track on the same division. L. H. Vaughan 
& Co., of Roanoke, Va., hold the contract. 


Orange, Call & Pine Belt.—Grading and tracklay- 
ing have been completed from Salem, Tex., north 14 
miles to Call, and regular train service has been estab- 
lished between these points. The present equipment is 
3 locomotives, 56 freight cars and 2 passenger cars. 
About 150 men are now at work on the extension which 
is being built through Orange to Jasper, in all 75 miles. 
(See this column for Oct. 15.) Dennis Call, of Orange, 
Tex., is President. 


Oregon Improvement Co.—The Columbia & Puget 
Sound line from Seattle, Wash., to Coal Creek, 21 miles, 
with branches from Renton to Franklin, 21 miles; Maple 
Valley to Taylor, 10 miles, and Black Diamond to Bruce, 
3 miles, has been made standard gage. (See this column 
for June 25.) Preparations were made some time in ad- 
vance, so that the change did not require more than three 
days for the 55 miles of track. The minimum weight of 
rail is 56 lbs. 


Pontiac Pacific Junction.—It is reported that.this 
company has ordered 12 miles of rails for the extension 
of its road northeast from Aylmer, Que., to Hull, and 
that work is to begin at once. The road is also to be ex- 
tended across the Ottawa Riverto Pembroke, which will 
necessitate the building of bridges at Allumette Island. 
The entire line from Hull to Pembroke must be com- 
pleted by July 3, 1898. G.C. Dunn, of Ottawa, Ont., is 
acting Chief Engineer. (See this column for Nov. 5.) 


Potomac Short Line.—This company has been in- 
corporated with a capital stock of $250,000 in West 
Virginia, to build a line from a point on _the Balti- 
more & Ohio. near Hancock Station. W. Va, to the 
bank of the Potomac. The incorporators are: 'T. N. B. 
Dawson, of Berkeley Springs, W. Va.; M.T. Ingless, 
of Martinsburg, W. Va.; P. E. Dawson, James H. 
Bowles and J. F. Fields, of Hancock, Md. The princi- 
pal office of the company will be at Berkelzy Springs. 
It is stated that the intention of the company is to com- 
plete surveys this winter and to begin work in the 
early spring. 

Quakertown & Eastern.—Work is being carried for- 
ward on this line, which is to extend through Bucks 
County, Pa., from Quakertown. a point on the Philadel- 
phia & Reading, northeast to Richlandtown, 2/4 miles : 
to Pleasant Valley, 6 miles; Springtown, 9 miles, and 
Durham, 12 miles, terminating at Rigelsville, making 
the total length 15 miles. Surveys have been completed 
for the entire length and the contract for construction 
is held by H. F. Baker, of Quakertown. Grading has 
been completed from Quakertown to Springtown, and 
track has been laid as far as Pleasant Valley, six miles. 
It is expected that track will be laid to Springtown and 
trains running within two weeks. One hundred men 
are now at work. The difficult part of the work has 
been completed, the maximum grade being 50 ft. and 
curves 10 deg. There are three steel bridges over Cook’s 
Creek, 50 to 100 ft. long, and one steel bridge over Toh- 
hickon Creek 75 ft. long. John Jameson, Quakertown, 
Pa . is President and Henry Shelby Engineer. 


St. Louis, Peoria & Northern.—Grading has been 
completed for the entire extension from Springfield, 
Ill., north to Peoria, 63 miles, and tracklaying with 
75-lb. rails to San Jose, 35 miles. It isexpected to begin 
ballasting immediately and to open up a through train 
service of three trains each way between St Louis and 
Peoria Dec. 15. Bridges are a with the excep- 
tion of one span. The James A. Ware Construction Co., 
of Springfield, has the contract for earthwork; Burnet 
& Brutus, of St. Louis, for the timber, and the Phoenix 
Bridge Co. for the bridges. (See this column for Sept. 


24.) All equinment for the extension has been purchased 
and delivered. 


San Antonia, Llano & Northern.—This company 
was incorporated in Texas Nov. 27, with a capital stock 
of $300,000, to build a line from Strawn, in Palo Pinto 
County. a point on the Texas & Pacific, south about 45 
miles to Comanche, on the Fort Worth & Rio Grande. 
The officers are given in another column. 


Seabeard Air Line.—The work of laying 68-lb. rails 
on the Central Division main line from Raleigh, N. C., 
outhwest to Hamlet has been practically completed, 
thus making the rails on the entire line from Ports- 
mouth, Va., and Weldon, N. C., to Charlotte and At- 
lanta, of practically uniform weight. 


Short Line.—This company, which proposes to build 
a line from Clarksburg, W. Va., northwest about 25 
miles to New Martinsville, on the Ohio River, unex- 
pectedly began work Nov. 18in the streets of Clarks- 
burg. About 100 men and 20 teams are working in 
three shifts for the entire 24 hours. The City Council 
has attempted by ordinance to stop the work, but this 
move wag prevented through an injunction obtained by 
the railroad. 


Tallahassee Southeastern.—It is reported that work 
has been begun on this road, which is projected to run 
from Tallahassee, Fla., southeast through Oldtown to 
Gainesville, Fla., about 150 miles. Seven miles, from 
Tallahassee to Lake Como, were completed, and about 
40 miles additional graded in 1893. Edward Lewis, of 
Tallahassee, is President. 


Toledo & Ohio Central.—This company has _pur- 
chased 2,000 tons of rails, Am. Soc. C. E. standard. 
These will be laid between Findlay and Toledo. O., on 
the Western Division, and between Hatton and Fostoria, 
about four miles, on the Eastern Division. (See this 
column for Nov. 12.) 


Wisconsin & Michigan.—It is officially stated that 
the two miles of track between Fisher and Kells, Mich., 
is to be laid with 60-lb. rails instead of 70-lb. rails, as 
stated in this column Nov. 19. This makes the 60-lb. 
rail the minimum between Peshtigo Harbor, Wis., and 
Faithorn Junction, Mich. 








Electric Railroad Construction. 

Belleville, Il1.—The St. Louis-Belleville Suburban 
Railway Co., with main office at East St. Louis, has been 
incorporated with a capital stock of $350,000 by George 
Townsend, W. S. Reed, W. N. Horner, of Chicago; A. s. 
Wilderman, of Belleville, and John Nienes, East St. 
Louis. The incorporators have also been elected as the 
first Board of Directors. 


Bobcaygeon, Ont.—A proposition has been made to 
the County Council to build an electric road between 
Fenelon Falls and Peterborough, and a committee has 
been appointed to obtain information regarding cost of 
construction, route, ete. 


Brooklyn.—It is stated that the refusal of the State 
Railroad Commission to approve the application of the 
Greenbush & Nassau Railroad for an increase in its 
capital stock will not interfere with the progress of the 
construction of the road. The road has been graded 
from Greenbush to Nassau and atrestle on the Green- 
bush flats is being built. The company proposes to 
issue $325,000 bonds to be secured by ri first mortgage 
on allassets tothe equipment and rolling stock. It is 
stated that about $56,000 has been subscribed by local 
investors on an issue of stock already made. 

The Brooklyn Board of Aldermen on Nov. 29 
granted franchises amounting in all to nearly $16,000,- 
000. The East River & Atlantic Ocean Railroad Com 
pany received rights to build on about 50 miles of 
street with the condition that the company pay three per 
cent. of its gross receipts to the city and give six tickets 
for 25 cents. It is believed that the Mayor will veto the 
resolution. 


Buffalo, N. V.—Mr. H. H. Littell, General Manager 
of the Buffalo Railway Co., states that work will be re- 
sumed on restoring the tracks on Seneca street and for 
the running of cars to South Buffalo. The grade cross- 
ings on a number of the streets have been finished. 


Chicago.—At a meeting of the City Council Nov. 22, 
Mr. Charles T. Yerkes applied for an extension of the 
time in which he must complete the Northwestern Ele- 
vated Railroad. The original ordinance granting a 
franchise to this road provided that it must be finished 
by Dec. 31. 1897. and an extension is now asked until 
July 1, 1899. The question of the proposed extension 
a to the Committee on Streets and Alleys 

orth. 

A press dispatch from Chicago states that Charles T. 
Yerkes has succeeded in financing the Northwestern 
Elevated Railroad in New York, and although the de- 
tails of the loan have not been made public yet the an- 
nouncement seems to be made on good authority that 
the money necessary for the completion of the road will 
be obtained as rapidly as required. The report further 
states that the necessary iron will be ready before 
spring, when construction work will be begun. 


Doylestown, Pa.—On Nov. 19 a charter was issued 
at Harrisburg to the Doylestown & Willow Grove ‘Trac- 
tion Co., with a capital stock of $'0,000, to build roads 
in Bucks, Montgomery and Philadelphia counties. The 
incorporators are: W. N. Walmsley, Carroll R. Williams, 
Joseph Jones, of Philadelphia; Samuel Steckel and 
George P. Brock, of Doylestown. 


Indianapolis, Ind.—The Indiana Traction Co. has 
completed its organization. The directurs are: Maj L. 
N. Downs, Battle Creek; Frank A. Maus, N. J. Clod- 
felter and Charles G. Lohman, Indianapolis; C. S. 
Cleaver, Chicago; Dee Allen, Battle Creek: W. R. Pear- 
son, Fairmount. The directors elected officers as fol- 
lows: President, Down; Vice-President and 
General Superintendent, N. J. Clodfelter; Secretary, 
Charles G. Lohman; Treasurer, Dee Allen; General 
Manager, C.S. Cleaver; Assistant General Manager, W. 
R. Pearson. Work was begun on the road at Fairmount 
last week and next week men will be put at Jonesboro 
and Gas City. The line between these three places it is 
hoped will be completed by Dec. 15. The line now de- 
cided upon will take in the following places: Marion, 
Gas City, Jonesboro, Fairmount, Summitville and 
Alexandria. From _ Alexandria the road will pass 
through Orestes to Elwood. In the spring there is talk 
of building to Indianapolis by way of Noblesvllle. 


Manistee, Mich.—G. A Hart, President of the Man- 
istee, Filer City & Eastlake Railway Co., writes that 
they propose to build three miles cf road in 1898. 


Mansfield, Mass.—The Norfolk Southern Street Rail 
way Co. has been incorporated, with a capital of $150,000 
The directors are John C. Lane, of Norwood; Robert S. 
Gray, of Walpole; Joseph J. Feeley, of Walpole; Edward 
F. Draper, of Boston; George S. Forbush, of Brookline; 
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Frederick S. Lane, of Foxboro; Aaron R. Sanderson, of 
Boston. The road will run from the junction of Wash- 
ington street and Railroad avenue on Norwood, through 
Walpole and Foxboro to the railroad station in Mans- 
field, 17 miles. 


Middletown, Mass.—The Middletown & Portsmouth 
Railroad Co. has been organized with a capital stock of 
$200.600 to build an electric road connecting Newport 
and Fall River. 


New Rochelle, N. Y.—The Railroad Committee of 
the Board of Aldermen gave a hearing on Nov. 29 on 
the application of the Pelham Park Railway Co. fora 
franchise to build an electric road through Pelham 
Bay Park. According to the terms of the franchise 
asked for the road is to run from New Rochelle 
through Pelham Bay Park, along the shore road and 
across Pelham bridge and follow the Eastern Boule- 
vard to} Westchester. No action has bcen taken on grant- 
ing the franchise. 


Parkersburg, W. Va.—The Park ersburg & Suburban 
Electric Railway Company, the chartering of which was 
noted in the Railroad Gazette last week, on Thursday 
last closed a deal with the Park City Street Railway Co., of 
Parkersburg, whereby the new company secures the 
tracks, franchises and real estate of the Park City Co., 
the price paid being $20,0 0. The new company has em- 
ployed Brown & Hazlett, of Wheeling, W. Va, to pre- 
pare plans for the new line, select routes and superin- 
tend the engineering and construction departments of 
the work. It is believed the road can be put in opera- 
tion by June 1 next. 


Philadelphia.—The President of the Philadelphia & 
Westchester Traction Co., with offices at 672 Bullitt 
Building, Philadelphia, informs us that it is proposed 
to build on the Westchester road a line passing through 
Milltown and subscriptions will soon be taken for the 
stock for this portion of the road. 

A committee of the Board of Highway Super- 
visors has approved the plans of the Union Trac- 
tion Co. for the temporary extension of the Thirteenth 
and Fifteenth streets line on Broad street to the League 
Island Navy Yard. The committee will report tne plans 
to the next meeting of the board witha favorable recom- 
mendation. 


Pittsburgh.—The Mayor has vetoed the ordinance 
passed by the councils granting the Allegheny City 
Traction Co. the right to lay switches in different streets 
for the purpose of connecting several roads controlled 
by a new syndicate. the veto is baseo on the company’s 
refusal to grant transfers which would enable passen- 
gers to ride from the eastern part of Allegheny to the 
western part on one fare. 


Port Jervis, N. Y.—The Port Jervis Electric Railroad 
Co. is pushing the work of construction of its road in 
Port Jervis along Ball street. 


St. Louis.—The Lindell Railway Co. is making sur- 
veys for its Crevecouer Lake line, which, it is hoped, will 
be in operation some time this winter. This road is en- 
tirely in St. Louis County and will probably connect 
with the lines of the Lindell road over the Delmar 
avenue and Forest Park divisions. 

A report from St. Louis states that arrange- 
ments were made Noy. 25 for a complete transfer 
of the St. Clair turnpike to the St. Louis & Suburban 
Electric Railway Co., and the latter company proposes 
to push the work of building the road to an early com- 
pletion. 


Saluda, S. C.—Our correspondent informs us that 
local capitalists and business men have decided definitely 
to build an electric road in Saluda, which may be ex- 
tended to a point on the Southern Railway, either Ridge 
Springs or Jobnstown. A mass weeting was held last 
Friday for the purpose of ¢ffecting a permanent organi- 
zation and to allow others to invest in the enterprise. 


South Bethlehem, Pa.—A large force of men is at 
work on the extension of the South Bethlehem & Heller- 
town electric line from Main and Durham streets, Heller- 
town to Rentzheimer Grove, a distance of °{ of a mile. 


Toronto, O.—A movement has been set on foot by 
representatives of the interests which control the trolley 
line from Wellsville to East Liverpool for an extension 
of the road to Toronto, O. The plan contemplates build- 
ing the road from Toronto on to Steubenville, nine miles 
further south, thus giving a direct trolley line trom 
Stubenville to Wellsville, along the Ohio River. The 
scheme has not taken any definite form, but inquiry has 
been made as to cost of construction, and the practic- 
ability of the right of way that can be easily secured. 
Manufacturers of Toronto and Liverpool will make an 
effort in connection with the proposed road, to have it 
haul freight as well as passengers, and give them con- 
nection at Steubenville with the Wheeling & Lake Erie 
and the Pittsburgh, Cincinnati, Chicago & St. Louis 
Railroads. They are now dependent on the Cleveland & 
Pittsburgh for this service. 


Toronto, Ont.—Messrs. Ritchie, Ludwig and Ballan- 
tyne, solicitors, give notice that application will be 
made as the next session of the Legislature to incorpo- 
rate the Toronto & York Radial Railway Co., with power 
to purchase the franchise and property of the Metropoli- 
tan Street Railway, Toronto Belt Line Railway. To- 
ronto, and Mimico Railway, and other roads within a 
radius of 1(0 miles of Toronto, and to construct steam 
or electric roads. 


Tottenville (S. I.), N. Y.—Tbhe Midland Railroad 
Co. has presented to the Board of Supervisors an ap- 
plication for the right of way to builda line over the 
Fresh Kill road to Yottenville, and also to build a 
double-track road from Grant City to New Dorp. 


Washington, D. C.—Oun Nov. 15 the work of equip- 
ping the lines of the Capital Traction Co. with electric- 
ity was begun by Mr. E. Saxton, general contractor. 
‘The engines have been purchased from the E. P. Allis 
Co., and the generators from the General Electric Co., 
the latter furnishing all the electrical instailation. The 
generators are 573 KW. machines of 600 volts. The in- 
sulated feeder cables are to be furnished by J. Roeb- 
ling’s Sons Co., of Trenton. 


Wilmington, Del.—Work has been begun on the 
Wilmington & Brandywine Springs Electric Railway, 
which will run between the places mentioned in the 
title, a distance of about 5 miles. Jacobs & Vandegrift, 
Philadelphia, have been grauted the contract for build 
ing the line. 
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Atlantic Coast Line.—At annual meetings of the 
stockholders of the Wilmington & Weldon and the Wil- 
mington & Newbern, both lines of the Atlantic Coast 
Line, held in Wilmington, N. C., Nov. 17, it was voted 
to consolidate the two companies. 


Atchison, Topeka & Santa Fe.—The earnings for 
= and for the four months ended Oct: 31 were as 
ollows: 








October: 1897, 1856. Inc. or Dec. 
Gross earn ......... $3.695,379 $3,302, F91 1. $392 688 
Oper. expen..... .... 2,407,751 2,150,362 x 256.889 

Net earn...... $1,288,128 $1,152,229 [. $135,799 
Taxes and rentals... 142,980 163.3 -2 D. 20 402 

Balance, ...... ... $1,145,148 $983,917 I. = $156.2 ¢ 


Four months : 





Gross earn.......... $ 2.97.45 $11, 257.835 I. $1,670,970 
Oper. expen.......... 9,188,059 7,916.076 I. 1,271,983 
Net ern...... .... $3,729,316 $3,311.09 I. $398,287 
Taxes and rentals... 565,600 698 899 D 133,259 
Balance..... ere . $3,173,746 $2,642,160 :: $°31,586 


Baltimore & Ohio.—The earnings for October and 
for the four months ended Oct. 31 were reported as fol- 
lows: 








October: 1897. 1896. Ine. or Dee. 
Co 0): Eee $2,265,107 2.272.716 i $5 639 
Oper CXPED....c...000 1 616,387 1,839,105 DP. 242,718 

a $749,729 $513,641 I. $236,079 

Four months; 

GQEOBE ERED ao. 05606 sacccs $9 417.178 $9,157,232 I. $264,846 
Ger. GENO... cccc ccs 6,700,237 6,795,907 D. 95.670 
Net earn...... reer’ $.,716,941 $2,356,425 I. $360,516 


The Receivers will pay the interest on $5,956,000 re- 
ceivers’ certificates and on $4,500,000 Schuylkill River 
east side railroad bonds due Dec. 1, but payments of the 
coupons of #6.681,804 Chicago Division five per cents of 
1897 and of the $8,500,000 terminal five per cents. of 1894 
will be deferred, thus taking advantage, as in June last, 
of the provisions in these bonds which permit of de- 
ferred payments for three months. 

Baltimore & Ohio Southwestern.- The annual re 


port for the year ending June 30 last shows a loss of 
$318,395 in gross earnings, of which $229,495 was in pas- 














sengers. The general results for two years follow : 
Year: 1897. 1896. Inc. or Dec. 
GrOGS CRIB ....0. « eveces 36,140,000 $6,458,395 ). $318,395 
Oper. excetiic: csc. cecece 4,257,304 4,288,325 D, — 31021 
Neteaie) .oc..ccesecs $1,882,696 $2,170,070 D. $287,574 
Other receipts...... 2,250 9,599 D. 7,319 
Total net earn....-..-- $1,884,946 $2,179,669 D. $294,723 
CURROD i cadcevcies coos 2ybdd 292 2,115.780 L. 38 512 
Balance (def.) ........- $269,346 $63,889 D. $353,225 


The road isan important soft coal carrier, and its 
earnings were affected by the coal strike at the begin- 
ning of the fiscal year, But besides this and the general 
depression in business, the company lost heavily by the 
March floods, which not only did large damage to its 
property, costing $105,000 to repair, but caused a loss of 
revenue estimated at $250,000. There has been an im- 
provement in the train load during the year of 21 tons, 
bringing it up to 2i2 tons. While there was a decrease 
of 385,281 tons in the amount of freight carried, there 
was an increase of 514 per cent. in ton miles, but freight 
train mileage decreased 4.66 per cent. 

‘the most important financial operation of the year 
was the tunding of the 644 millions of the Ohio & Missis- 
sippi six and seven per cent. bonds at four per cent., re- 
ducing the company’s annual interest charge by $192,- 
520. 

Central of Georgia.—The earnings of October and 
for the four months ended Oct. 31, were as follows: 








October: 1897. 1896. Ine. 
No vis cadiaws cinexoorsceeanas 1,523.71 1,459.14 64.57 
Gross eain $617,787 $590,914 $26,843 
Geer CANE. cicceeraceacoscers 334,30) 322,304 12,005 

WGh GAN 355 sc cocovena= cease $85,478 $268,640 $14,838 

Four months: Z 
CRGAN CAB... «cnc 0s ceceuccnes $1,8 9,282 $1,824,956 $31,326 
CPER. CXPOW.....<.<cccceccscesee 1,183,074 1,179,460 3,614 

MGR OMNG doc cecdune: xosesdvs $376,208 $615,496 $30,712 


Canadian Pacific.—The earnings for October and for 
the ten months ended Oct. 31 were reported as follows: 
October: 1897. 1896 Ine. 











GGd6 CGB... 6 cccccccens veee  $2.790,000 $2,121,650 $668 350 

CREE OR acce cscs rnsccaes 1,375,262 1,182,019 193,253 
WAR AMMO. wba xwacnseses as $1,414,738 $939,641 $175,087 
Ten months: 

eee $20.185,340  $16,799.879 $3,395,361 

Oper. expen ....... acts 92,125,702 10,469,977 1,635,775 
WEb GON S.: dic iicciccvciees $3,060,588 $5,321,002 $1,739,586 


Central of New Jersey.—The earnings for October 
were reported as follows: 





Octcber: 1897. 1898. 
CMS CON Dao oc ote vcdevccincese cceeatée’s $1,230.733 $1,263,867 
ODEs CRNile sc icccceecsesdsacsscuenesaes 698,848 714.204 

Net €arb..cccceeeees Madde dace saeaunes $531,885 $519,613 


Chesapeake & Ohio.—The earnings for October and 
for the four months end:d October 31 were reported as 
follows: 








October : 1897. 1896. Ine. 
Gee GAN 2. Srkcccccsvcucenas $1,000,527 $892,510 $108,017 
ORG CRBOU 6 c.cccccccnc un 206 677,586 578,410 99,176 

WN MEadiva okccsicccccsaes $522,911 $314,100 $8,841 

Four mar ths: 

GLOSS CAF i cc. ce sccnedenes $3,902.459 $3,461,676 $137,783 
CHGS, GENEM vices ss csiensertece 2,573,159 2,256,507 317,652 
WOR GG iei ccs cnakssiaes sos $1,329,309 $1,208,169 $120,131 


Chicago & West Michigan.—The directors have 
voted that t!.e coupons of five per cent. bonds due Dec. 
1 be paid $20 in cash and $5 in 10-year coupon scrip in 
place of payments of cash and scrip in equal amounts as 
has been the custom for the past three years. 


Chicago, Burlington & Quincy.—The earnings for 
October and for the four months ended October 31 were 
reported as follows: 

















October: 1897. 1896 Ine. 
Grose G09 ....-<6 -- ssce- $4,357,251 $3,773,442 $583,809 
Oper, CXDENM........ccceee 2,525,648 1,885,317 440,331 

Me CARs - caccnccseccus $2,131,608 $i 888,125 $143,478 

Four months: 4 
GrO8S CAED....«.0-c0ceceree $15,658 56 $12 805.976 $?,86 58) 
Oper. CXPCD.......0+0---- 8,859,2: 9 7,253,816 1,555,363 

Net CAPD... -cccccces $6,829,317 $5,55.,130 $1,277,217 


Chicago, Milwaukee & St. Paul.—The earnings for 
October and forthe four months ended Oct. 31 were re- 
ported as follows : 


October: 1897. 1896. Inc. 
Gross Carn ....-ceeeeeee $3,579,847 $3,480,111 $99,736 
Oper. CXPEN..- o...esreeee 1,966,549 1,869,612 96,937 








Net Carn........-soeeees O1,613,298 $1,610,499 $2,799 


Four months: 


GOST OREO sci cnc cccscecces $: 2,284,752 $11,418,855 $365,897 
Gone 7 Se aan aired 7,176 597 7,130,616 345,981 
NGG OBER cc. cowsccses +s $4,8 8,155 $4,238,239 $519,916 


Chicago, Rock Island & Pacific.—The refunding 
plan of the Rock Island, which has been the subject of 
much talk, was announced on Tuesday of this week. 
It appears that Messrs. Speyer & Co.. of New York City, 
have bought for a syndicate $52,000,000 of the new four 
per cent. 90 year gold bonds which are to be issued, the 
proceeds to be used for retiring the extension and col- 
lateral trust fives and the debentures, which are sub- 
ject to call, as well as the Chicago & Southwestern 
sevens, due in 1899. The authorized amount of the new 
issue is $100,000,000. From tke proceeds of this issue 
will be taken up the extension and collateral fives, 
$40,394,000, and the debenture fives, $4,500,000, both 
subject to call at 105. Also the Chicago & 
Southwestern sevens, $5,000,000 and $12,500,000 first 
mortgage sixes when they mature, The balance 
will be reserved for the purchase of new property. It is 
estimated that the saving in fixed charges, due to this 
transaction, will amount to about 1 per cent. on the 
capital stock. A special meeting of the stockholders has 
been called for Feb. 15 to authorize the issue, and im- 
mediately thereafter the syndicate will announce the 
call for payment of the extension and collateral fives at 
105, and it is ‘expected that this redemption — will 
have been completed by June 1. About Sept. | it will be 
possible to redeem the debentures. Speyer & Co, 
will at their convenience make propositions to the 
holders of the Chicayo & Southwestern sevens, matur- 
ing in 1899. The new bonds will be reckoned at 10214 or 
103 in this operation. 


Colorado Midland. —Holders of four per cent. consol- 
idated mortgage bonds are notified that Dec. 20 has been 
fixed as the last day for the payment of assessments un- 
der the reorganization plan, as given in this column for 
Oct 1. Bondholders failing to pay assessments on or 
before that date will forfeit all rights under the reor- 
ganization. 

Cumberland & Ohio.—An order of the Shelbyville 
Circuit Court in Kentucky has been issued for the pub- 
lic sale of the Northern Division of this road, which ex- 
tends from Shelbyville. Ky., southwest 26.7 miles to 
Bloomfield. The Louisville & Nashville operates two 
trains daily to Blcomfield on this division. The other 
division of the road from Shelbyville to Anchorage is 
operated by the Chesapeake & Ohio to obtain an en- 
trance to Louisville. ‘Toe sale takes place under a mort- 
gage of A. L. Schmidt, trustee, the total judgment be- 
ing $492,152 

Delaware, Lackawanna & Western.—The earnings 
of the leased lines in New York for the quarter and nine 
months ended Sept. 30 were reported as follows: 

















Three months: 1897, 1896, Deo. 
Grae GNU... 65... ccccuses .. $2,372,003 $2,461,715 $89,712 
Oper. CPO. ...0. cs206:. eccee 1,075,701 1,158,311 82,610 

INGRGRNcdececdcsees:nus eeeee $1,296,302 $1,302,404 $7,102 

Nine months: 

Grove one nee . Weg aéncendnwenhe $5,184.357 $5,876,879 $592,512 
CCE. CH BOMs6esece. oe Seuues 2.85 380 3,° 35,501 230,201 
NGG GOSiiccic ciccsensscencces $2 378.987 $2,811,298 $462,311 


Detroit, Toledo & Milwaukee.—It is officially an- 
nounced that the branch of the Chicago & West Michi- 
gan from Allegan, Mich., northwest 23 miles to Holland 
has been leased to the Detroit, Toledo & Milwaukee, the 
new company assuming control Dec. 1. (See this col- 
umn for Sept. 17.) By this arrangement, the Detroit, 
Toledo & Milwaukee obtains an outlet from Allegan by 
way of Holland to Grand Haven. trackage rights being 
given hy the Chicago & West Michigan from Holland. 


Duluth & Iron Range.—The Minnesota State Rail- 
road and Warehouse Commission has granted this com. 
pany permission to increase its capital stock from 
$3,000 000 to $10,000,000. It is stated that this increase 
is for the improvements now in progress at the south 
end of the line, and for an extension from Ely, Minn., 
northeast 63 miles, to connect with the Port Arthur, 
Duluth & Western at Gunflint Lake. 


Erie.—The earnings for October and for the 11 months 
ended Oct. 31 were as follows: 











October: 1897. 1296, Inc. 
CAR OMN ice cestscnscse's $3,269,293 $3,098,294 $170,999 
Opes CBPOR....6<<00- eccee 2,328,003 2,092,726 135,967 

INGE GRMN ease sccaccecves $1,049,690 $1,005,568 $35 032 

Eleven months: 

CRIGES GREW. 0 oc cccccsass $29.923.698 $28,486,120 $1,137,278 
Oper. EXPOR.......ccocccese 22,365,720 21,026 082 1,339,638 
NORGEI es 5co5cksieces $7,557,973 $7,460,338 $97.640 


Evansville & Richmoad.—Official notice is given 
that the name of this company has been changed to the 
Southern Indiana Railway Co., the change to take effect 
Dec. 1. The road extends from Elnora, Ind., east to 
Westport, 101.4 miles, aud was sold under foreclosure at 
Washington, Ind., March 23, to the Farmers’ Loan & 
Trust Co. 

flouston & Texas Central.—The earnings for the 
year ended June 30,as shown by the annual report, 
were as follows: 


Year: 1897. 1896. Inc. or Dec. 
OEE PEC EET Ee OCTET $3 206,574 $3,113,305 I. $63,269 
CHiGHs. CRD s <a sex cscccicuns 2,174 140 2,107,641 I. 66,599 

WOR GRR iindkccsadsicccdedens $1,0 2,434 $1,035,764 D. $3,330 


Lake Shore & Michigan Southern.—The earnings 
for the quarter ended Sept. 30 were reported as follows: 

















Three months : 1897. 1896. Inc. or Dec. 
CRORE, canes cacvdveswuas $5,218,684 $5,025,436 I. $193,148 
ORG CGO inc ccesccccnecsss 2,185,397 3,122,795 I. 62.602 

Net OSPR. ...-. 05005 $2,033,287 $1,902,741 I. $130,546 
O.cher income 27,418 113 918 D. =86,500 

Total income...... ...... $2,°60,705  $2,016.659 I. $44.46 
CUMNINS 5.7 ches eracdus 907,418 1,1 8.918 PD. 151.500 

SUG cassncasscctuce $1,093,287 $897,741 1. $195,546 


Franklin & Megantic.—This road with all its equip- 
ment was sold by Sheriff Blake at Strong, Me , Nov. 23, 
to Weston Lewis, of Gardner, President of the Sandy 
River. ‘The road extends from Strong to Kingfield, 15 
mills. (See this column for Oct. 29.) 

Kansas Pacific.—The government Directors and the 
Receivers of the Kansas Pacific, which is to be sold Dee. 
15, have submitted to the Attorney-General the follow- 
ing statement of the gross and net earnings for the years 
from 1889 to 1896, inclusive, as follows: 


Gross Net Gross Net 
Year: earn. earn. Year: earn. earn, 
1889...... $3,055,000 $1,059,090 | 1893...... $2,419,000 $802,000 
1890. ... 3,040,000 774,473 | 1894...... 2,093,000 289 
BR nnsss 2,939,000 1,223.000 | 1895...... 2.015,000 09,000 
1892...... 3,418,000 1,501,000 | 1896...... 2,248 000 705,000 
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Lake Shore & Michigan Southern.—Official an- 
nouncement is made by the Detroit & Chicago Branch 
of this road that the property of that company, extend- 
ing from Trenton northeast 27 miles to Dundee, Mich,, 
has been sold to the Detroit & Lima Northern, and that 
rossession was taken Dec. 1. (See this column under 
Detroit & Lima Northern for last week.) 


Lebanon Springs.—It is reported that Receiver El- 
nathan Sweet will open this road in sections, the first 
being from New Berlin to Bennington, Vt., 25 miles. The 
road was closed to traffic on the night of July 30 on ac- 
count of the unsafe condition of the tracks. The entire 
line extends from Chatham, N. Y., north 57 miles to 
Bennington, Vt. 


Northern Central.—The earnings for October and 
for the 10 months ended Oct. 31 were as follows: 








October: 1897. 1896. Inc. or Dec, 
OO inessccbeesssuse $645,636 $655,259 D. $9.614 
Oper OXPeD..... .....:0006 426,935 419,109 7.826 

NObIORIN on csscscccedscs $218,711 $236,141 D. $17,440 

Ten months: : s 
Grogs CAFN.......0.-- ss0% $5,531,677 $5,214 585 T. $316 192 
Qper. expen...... ........ 3,881,287 3,866,022 D. 34.735 

Net earn......... vaaaeee $1,699 79) $i.318563 I. $351,°27 


PennsylVania.— The earnings for October and forthe 
10 months ended Oct. 31 were reported as follows: 











October. 1897. 1898, Int. or Dec. 
ROGOD GOED 6 os ccccereicce . $5 996,778 $5,596,878 I. $392 960 
Uper. expen........ paswerse 3,820,878 4.539.278 1, 281.600 

Net earn.......... ssuneet + $2,175,009 $2,057,660 I. $118,300 

Ten months; 

Grose CAPM... veucee wees $52 785.448  $51,657.948 1. $1,127,500 
Oper. CXPOM .. ....sseee00. 359.878.5235 36,888,735  D. 3,010,200 
WG ATI Basins ae ccersae $16,906,913 $14,769,213 I $2,137,700 


Pittsburgh & Western.—It is reported that this 
company has decided to abolish service on the branch 
from Clarion Junction, Pa., to Clarion, a narrow gage 
section 6.2 miles in length. A new station, to be known 
as West Clarion. has been opened on the main line about 
114 miles from Clarion. 


Philadelphia & Réeading,—The earnings for October 
and for the four months ended Oct. 31 were as follows: 














October: 1897. 1896. Ine. 
RET TORT ToT $2,184,454 $2,092,930 $91,524 
SPE RON isnas. cy sievaasesets 1,114,114 1,074.504 39 610 

ID sv secnnctoncisteseeae $1,070.3240 $1 018.426 $51,914 

DORR GOR TOW OD... :cccsccsess 26.674 261,817 2,807 
RE AIO sn bs sviesnaceendewsene 32,706 ys ee 

a Do eer $1,.367.670 $1,312,919 $54,721 
ee Oe. ee rr re 745 009 

ING saison sass cnecee esses $622,670 

Four months: 

Gross earn.... $8,013.862 $7,474,520 $539,312 
Oper, expen 4,258,739 4,100,617 158,122 

OMT owes akssen disse veer $3,755, 1°3 $3,373,903 $381,220 
Coal] and Iron Co % 620,072 498,169 121,903 
SANTO cs acwasansenecouust 119,810 RIGS isn 

eT eee $4,495,035 $3,991,912 $503,123 
Fixed charges.......... ..... 2 980,000 

NIG. 6 vive s0scecs winowneans $1,515,035 


Priceville & Winton.—Judge Simonton, at Harris- 
burg, Pa., on Dec. 15, granted a decree of ouster against 
this road, which was chartered July 11, 1890, to build a 
line 49 miles long from a point on the Winton branch 
of the Delaware, Lackawanna & Western to a point 
1,000 ft. south of the Lackawanna River, but has failed 
to begin work on the road. The company states that it 
has abandoned all intention of building. 


Richmond, Nicholasville, Iryine & Beattyville.— 
This road, which was sold under foreclosure at Ver- 
‘sailles, Ky., Oct. 11 (see this column for Oct. 22) has been 
sold a second time to a syndicate represented by Adolph 
Segar, of Philadelphia, the second highest bidder at the 
first sale, for $250,000, and it is reported that an extension 
will soon be made to Beattyville. The present road 
runs from Versailles, Ky., to Irvine, 61 miles. 


St. Louis & San Francisco.—The eanings for Oc- 
tober and for the four months ended Oct. 31 were 
reported as follcws: 


October: 1897. 1898, Ine. 
SATION. 0 vin ces nuseas<aswenes $684,551 $561,819 $122,732 
OPSP, SEDOD v05000sc0000 ceeecees 356.347 296,918 59,429 

a $328,204 $261,901 $63,303 

Four months : 
aaa $2,453,464 $2,107,804 $345,660 
ROE, DRVOR ci2scs coccscrecesers 1 323,916 1,131,627 192 319 

ce ee $1,129,518 $976,177 $i53,341 


San Antonio & Aransas Pass.—The earnings for the 
vear ended June 30, as shown by the annual report, were 
as follows: 





Vear: 1897. 189%, Inc. 
GrosS CAPN.....ccc0. cece ee ee G2, 208,418 $1,992,785 $305,633 
ee 1,538,688 1,363,422 175,: 66 

PARDO. cocasecws coesosnane $669,730 $539,363 $130,367 


Sandusky, Mansfield & Norwalk.—.Judge Wildman, 
at Sandusky, O., Nov. 30, appointed Judge Gardner, of 
Norwalk, O., and J. O. Moss, of Sandusky, Receivers of 
this road, which is a leased line of the Baltimore & 
One, and extends from Norwalk to Newark, 116.25 
mies. 


Santa Fe, Prescott & Phaniz.—The earnings for 
the year ended June 30, as shown in the annual report, 
were as follows: 











Vear: 1897. 1896. Ine. 
SUE RENE. «cu akissn nes aw ene $656,188 $584 208 $71,680 
Oper. expen.... 313,241 278,652 34.589 

Net earn.......... nena eieeee $342,947 $305,556 $37,391 
Interest on bonds...... ...... 338,144 304,095 34.049 

MURIOD  o)..5< saxcwacnnns $1,803 $1,461 $3,342 


Southern.—The earnings for October and for the four 
months ended Uct. 31 were follows : 

October: 1897. 1896. 
Mileage...........csece0.0.. 4,827.22 
REPORO DAUR 5 cio css Ksacaee $1,915,614 $1 896,706 


Inc. or Dec. 


OU.0g 
I. $18,938 








SOE RON oc so oh 5 cence 1,200,207 1,156,565 1. 43,642 
Net earn...... . $715,437 $710,141 D. $24,704 
Four Months: 

SOROR BOER is ascs is senvacnden $6,806,007 6.454.616 I, $351.391 

CDR ORDOR 050.5. 555 eccece 4,607,320 4,361,033 1, 246,287 
eee err $2,198 687 2,093,583 | & $105,104 


Saratoga & St. Lawrence.—This road, which since 
June 1, 1889, has been leased to the Ogdensburgh & Lake 


THE RAILROAD GAZETTE. 


Vou. XXIX., No 49. 








Champlain, a part of the Central Vermont, is now oper- 
ated by the company under E. G. Reynolds, of Bombay, 
N. Y., one of the stockholders. The change was made 
a’ noon Nov. 17. The road extends from Moira, N. Y., 
north 8.5 miles to Bombay, and was leased at the rate of 
$3.500 a year. 

Union Pacific.— Notice has been given that all secur- 
ities held as collateral under the Union Pacific six per 
cent. collateral trust of 1891 will be sold at public auc- 
tion at 111 Broadway, New York, at noon on Wednes- 
day, Jan. 12, 1898. Each class of stock will be offered 
for sale in — lots and later all will be sold in the 
aggregate. Bidders must deposit five per cent. of the 
amount of the bid before the sale, and upon acceptance 
of the bid must complete the amount to 20 per cent. of 
the tace yalue of the securities. 

William D. Cornish, Special Master. gives notice tod 
holders of first mortgage bonds dated Nov: 1, 1865. that 
these bonds will be paid with maturing coupons at,the 
office of the Mercantile Trust. Co , of New York, on Jan. 
20, 189%, and interest will cease after that date. 


Wabash.—The earnings for October and for the four 
iionths ended Oct. 31 were reported as follows: 





October. 1897. 1896. Inc. 
REDE OOID ..56.5d508estauns .£$1,305,010 $1,094,109 $20,901 
DOGS. CXPEON «.<oscccicsiccccs 816,212 718.576 97,636 

PR PT os 55 sew Keeacent an $488,798 $375,533 $113,265 

Four months: 

MEPORBORTE | sescscacn cceuss "$4 839,183 $41,262,842 $576,341 
> <i Se eas 3,269 880 2,882,434 387,446 
MOC CMD vcsisieccccwew one $1,569,3 3 $1,380,408 $188,895 


Wisconsin Céntral.—Judge Jenkins, at Milwaukee, 
Wis., has authorized the extension of the $2,000,000 Re- 
ceivers’ certificates until Nov. 15, 1898, with the interest 
reduced from six per cent. to five per cent. These ceatifi- 
cates were issued in 1894, and were extended last year 
fod one year. 








Electric Railroad News. 


Baltimore.—The banking house of Brown & Sons 
has purchased a controlling interest in the capital stock 
of the Union Traction Co., of Pittsburgh, amounting 
to about $16,000,000, 


Brooklyn.—On a decision of Judge Andrews all 
work on the trolley loop at the New York terminus of 
the Brooklyn Bridge has been suspended and an appeal 
will be made to the Appellate Division of the Supreme 
Court. The railroad companies and Bridge Trustees 
are confident that the decision will be reversed. The 
Brooklyn Heights Co. is going ahead with the con- 
struction of the road, except on the loop at the New 
York terminal. Chief Engineer Martin states that if 
the proposed plan is dangerous it willbe changed. The 
present injunction was secuted by Mr. W. R. Hearst, 
Jr.. of the New York Journal/, presumably to create a 
sensation, inasmuch as the present plan cannot be con- 
ceived to be adVerse to the public interests and a delay 
of the execution of the present plan means a consider- 
able actual loss of money to the public. 


Chicago.—Preliminary tests have been made with 
the cars equipped with the Sprague motorsof the Metro- 
olitan Elevated. Trains of three coaches are in regu- 
ar service, and so faras we have heard, the tests have 
proved successful. The trains will be increased to five 
coaches, and the number of trains will increase as the 
cars are equipped. 

Ata meeting of the Chicago City Council on Nov. 22 
an ordinance was unanimously passed providing that 
the street car companies must provide suitable protec- 
tion to grip and motormen against the cold during the 
winter months. Neglect or refusal tocomply with the 
ordinance will subject the companies toa penalty of 
not nore than $59 nor lessthan $10 for each car and 
each dav when the ordinance is violated. 

The Chicago General Electric Co. has placed a double- 
deck street car in service which will be run regularly on 
Lawndale avenue. It has a seating capacity of 100. 


Jersey City, N. J.—Judge McCarter. of Newark, on 
Saturday last decided against the Consolidated Traction 
Co., in the test case brought against it to collect a 
penalty for failure to comply with the law requiring 
vestibules on trolley cars from November to April, and 
Corporation Attorney Douglass states that he will in- 
stitute suits against the Consolidated Traction Co., to 
recover the penalties prescribed by the law passed by 
the last Legislature. The penalty is $10 a day for each 
car. Suits will also be instituted against the North 
Hudson County Railroad for violation of the law. (For 
previous action see this column in issue of Nov. 12, page 
808.) 


Lancaster, Pa.—On Dec. 8 several large blocks of 
bonds of the Pennsylvania Traction Co. will be sold at 
public auction in Philadelphia. 


Newcastle, Pa.—The [strike of the employees of the 
Newcastle Traction Co. was settled Nov. 24, the men re- 
ceiving a promise of securing 15 cents an hour, which is 
an increase of 20 per cent, over their present pay. 


Norfolk, Va.—The Norfolk Central Railway Co. pro- 
poses to purchase 10 acres of undeveloped land in West- 
wood for the purpose of making a park, with the idea 
of increasing the passenger traffic on the electric road. 


Philadelphia.—The Hestonville, Mantua & Fair- 
mount Passenger Railway Co. has virtually passed into 
the hanas of the Union Traction Co., the latter securing 
25 shares of the stock of the former company. The Hes- 
tonvilte road will. however, be operated as an indepen- 
dent company. It secured its charter in 1859, and in 
1865 was consolidated with the Fairmount Passenger 
Railway Co. The capital stock is $2,500,000 par. $50 full 
paid. The net earnings last year were $224,670 and it 
paid dividends to the amount of $65,170. Isaac Blum is 
President of the read. 


Richmond, Va.—Jobn L. Williams, of the firm of 
John L. Williams & Sons, bankers, of Richmond, writes 
us that on Nov. 22 the property of the Norfolk Street 
Railway Co. was transferred to his company and as- 
sociates. 

Staten Island, N. Y.—It is reported that the Staten 
Island Electric Railroad and the Midland Electric Rail- 
road will soon be consolidated. The latter company 
runs through the interior of the island while the former 
company controls the lines running near the bay. 
Should the consolidation be perfected arrangements 
will be made for connection with the New York boats 
at the St. George’s Ferry. 

Terre Haute, Ind.—The Receiver of the Terre Haute 
Street Railway & Electric Light Co. has filed a report 
showing the total indebtedness to_ be $1,338,517. . Nearly 


all of the bonds are held in New York and other eastern 
cities, 





Troy, N. ¥Y.—The stock of the Glens Falls, Sandy 
Hill & Fort Edward Railroad Co., formerly owned by 
Joseph A. Powers, of Lansingborough. and others, has 
been transferred toS. Pruyn, F. F. Pruyn and H. H. 
Pruyn. The stock sold includes the controlling interest 
in the road. Nochangein the control of the road is 
contemplated at present. The road was opened in 1885 
and shortly after it was sold to capitalists of the villages 
through which it passed. 


Watertown, N. ¥.—The Watertown Consolidated 
and the Watertown & Brownville Street Railways 
were sold in foreclosure on Saturday last to satisfy a 
mortgage of $110,000 held by the Central Trust Co., of 
New York. The purchasers were Mayer Lebkuecher, of 
Newark, N. J., and C. T. Cornell, of New York, for $28,- 
000 above the encumbrances. 








TRAFFIC, 


Traffic Notes. 


The Detroit, Toledo & Milwaukee announces that here- 
after its passenger trains will run through between Tol- 
edo and Grand Haven, using the track of the Chicago & 
West Michigan from Allegan to Grand Haven, 44 miles. 


The Nebraska State Board of Transportation, after a 
protracted hearing, has ordered the railroads to restore 
carload rates for the transportation of live stock. These 
rates, long the subject of controversy, virtually ignore 
the weight of the load. 

A Pullman tourist sleeping car is advertised to run 
once a week between New York and Chicago over the 
Erie road. Itis “for the accommodation of passengers 
holding first or second class tickets to the Pacific Coast, 
or intermediate points, via Chicago and the Atchison, 
Topeka & Santa Fe.” The rates for berths are $8 tothe 
Pacific Coast, $3 to Kansas City and $2 to Chicago.; 

The Erie has made a contract with the Fall, Brook 
Railway, by which the freight trains of the Erie will 
run over the Fall Brook road between Corning, N. Y.; 
atid Newberry Junction. Pa., 110 miles. By this exten- 
sion the Erie will make direct connection with the Phila- 
delphia & Reading, affordiug a favorable route for an- 
thracite coal to the West. 

Reports from Buffalo state that the canal season now 
closed has been the worst season on record except 
1895. The wheat shipments this season reached 25,964,172 
bushels, a decrease of 11,000,000 bushels compared with 
last year, but an increase of 5,000,000 bushels over 1895. 
The average rate of freight on wheat to New York was 
2.8 cents, compared with 3.7 cents last year, and 2.2 cents 
in 1895. 

The State Railroad Commissioners of Texas have de- 
nied the application of the Missouri, Kansas & Texas for 
authority to concentrate cotton, for compression, at 
certain stations. It issaid that thisapplication is a part 
of a plan for introducing the round bale process of com- 
pression and that the aim of the railroad company was 
to secure privileges which would materially injute the 
business of tne old established cotton presses. 

A press dispatch of Nov. 30 states that a contract has 
just been signed for the shipment of large quantities of 
Nova Scotia coal to Boston. The New England Gasand 
Coke Company, composed of W. L. Elkin, Philadelphia; 
Hollister & Babcock, New York; Messrs. Rockefeller, 
Rogers, H. M Whitney and others, has signed an 
agreement with the Dominion Coal Company for the 
delivery of 800,000 tons of coal yearly in Boston, with the 
right to receive 1.500.000 tons at the same figure. The 
contract is for a long term, said to be 20 years, and will 
double the output of the mines. 


Chicago Traffic Matters. 
CHICAGO, Dec. 1, 1897. 

Colorado freight rates on Wednesday last again fell a 
notch, the cut bringing the first-class rates down from 
$1.19. This was the fourth reduction in these rates 
made inside of two weeks. The tariff annourced from 
Chicago and applying to Denver, Pueblo, Colorado 
Springs and Trinidad is as follows: 

1 2 © © 6 & B Cc oD E 
er 1.08 82 45 32 27 32 27% 2 25 2% 
Early this week the lines via the Gulf announced a still 
further cut which, if met by the Western roads, will 
bring the first-class rates from Chicago to Colorado 
points down tc 87 cents. The regular tariff from this 
city tothe Missouri River is 80 cents, so the Colorado 
war is now sure to affect the territory east of the river. 

Trouble over passenger rates between Chicago and St. 
Paul and Minneapolis continues to be a subject of live 
interest in this section. Following the cut announced 
last week, when the rate was slashed from $11.50 to $8, 
the warring roads have forced the rate still lower, the 
—. figure being $7 with astrong probability of its going 
to $5, 

A committee made up of the five commissioners of 
the Western Joint Traffic Bureau has placed before the 
Western roads a recommendation to stop the abuse of 
drovers’ passes by wholly abolishing free return tickets. 
The committee made a careful investigation of the re- 
ported abuses at Kansas City, Omaha, St. Paul, Chicago 
and St. Louis, and it was shown tkat on the basis of one 
man with every three cars, which is a conservative esti- 
mate under the present rules, the total number for 
which round trip transportation was last year obtained 
was not less than 163,000 persons. During the first 10 
months of 1897, with a total of 12,330 cars forwarded 
from Kansas City, there were passed free 317 owners, 
196 bona fide employees and 913 deadheads. 

Hastbound shipments. from Chicago and Chicago 
junctions to points at and beyond the western termini 
of the trunk lines for the week ending Nov. 25 amounted 
to 55,964 tons, as compared with 59,591 tons the preced- 
ing week. This statement includes 13,915 tons of grain, 
2,074 tons of flour and 12,829 tons of provisions, but not 
live stock. The following is the statement in detail for 
the two weeks: 


























WEEK ENDING WEEK ENDING 
Nov, 25. Nov. 18. 
Roads. 
Tons. | p.c. Tons. | p.c 
| 

Baltimore & Ohio........... 4,984 89 5,180 | 8.7 
C..C5Gsa St. Touts. ....55. 4, yf 3847 | 65 
Biblia Nc.cc ener an cetexcoene 7,501 13.4 7,410 | 12.4 
Grand Trunk..... . comus ene 3,226 5.8 3176 | 58 
TREES ae aes 5,054 9. 4,431 | 7.4 
Michigan Central... ........ 7. 141 5,270 89 
N. Y., Chi. & St. L..... -»| 4,890 87 6,483 | 10.9 
Pitts., Cin., Chi. & St. Louis.| 6,270 11.2 8,487 14 2 
Pitts., Ft. Wayne& Chicago!) 8.599 15.4 11,860 199 
WWAURBD « csccss acevo nee sasce|, S008 6.2 3,447 5.8 
LOL ee ee | 55,964 | 100.0 | 59,591 | 100.0 











Lake shipments last week were 106,862 tons. 
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